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The visible persuaders- 
12 new reasons for choosing a Commando 


1 New dual coil 12 voit ignition system 3 New cush shock absorption drive in 
with ballast resistor. Constant powerful spark rear hub. Insulates road shocks from the 
regardless of battery condition. transmission and engine minimising 
Electrolytic capacitor fitted to improve 2 New rubber mounted 6 pint oil tank chain wear and adjustment. New single 
starting with flat battery. for cooler oil. nut fixing for quick wheel change. 
4 New front fork geometry giving an all 6 New roll-on center stand and prop stand 
round improvement in steering, especially for easy-lift parking. Both tuck up high for 
at high speeds. Special sealed head bearings requiring 5 410x 19 front tire for maximum clearance during fast cornering. 
no adjustment. New no-ride steering lock. greater comfort and safety. 


9 New easy-read instrument dials 


7 New electrical system of advanced conceptior ojisuperionappearance: 
including headlite dipper, ignition 8 improved control levers and handlebar layout 
and main beam warning lites, with soft cushion hand grips. 
independent front and rear brake lite switches, 11 Restyled luxury deep-padded 






contoured seat. 


Redesigned battery tray with quick 
action security strap. 





four position ignition (key) switch, external z$ 
power point takeoff, and alternator. , Ý m 
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12 New and stronger chainguard 
of modern functional design. 
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10 Redesigned muffler. Complies 
with noise regulations without 
losing that distinctive Commando 
sound. Actual power increases are 
attained in the middle rev range 
where you need it most. J 
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The only thing we never 
teel like changing is the girl! 


Write or call to find one of the 800 dealers in the U.S.A. 


M J Exclusive Importers and Distributors, Exclusive Importers and Distributors, 
The or on Commando 750 S == East, South and Middle West (43 States): | West Coast (7 States): Cal., Ariz., 
. “ A a == Berliner Motor Corporation, Nev., Wash., Ore., Hawaii and Alaska: 
all with the isolastic su er- ride Railroad Street and Plant Road, | Norton Villiers Corporation, 
Hasbrouck Heights, New Jersey 07604. 6765 Paramount Bivd,North Long Beach, 
(201) ATlas 8-9696. California 90805. (213) 531—7138. 
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This Month's Cover: It's been a long time in com- 
ing but now the Benelli 650 has arrived in a big way. 
The Italians haven't been major shareholders in the 
American market, however this new tourer should 
win legions of converts outside the coterie of the 
faithful. Uniquely Italian and certainly handsome, 
the big Benelli 650 comes on as a machine which 
refuses to swap function for frills. Yet it's a lot more 
than a connoisseur's plaything—it happens to be 
the best 650 touring package we've tried. Cover 
photo by Jim McGui 
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Benelli 650cc Tornado 
Its forerunner was a bit of a pelican—but this slick new specimen is the best 
touring 650 we’ve tried yet. 


40 Yamaha HT1 90cc Enduro 
Compromised, yes, but then, it offers a little bit of everything. 

51 Rickman 250cc Metisse 
The Rickmans rate a pat on the back for finally getting their goods to the Every- 
day Competition Rider. 

61 Ossa 250cc Pioneer 
With a few changes the Pioneer ‘71 could be the most reliable dirt machine 
around. It’s trying. 
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TaQce GUZZI AMBASSADOR for 1971 
A MASTERPIECE BY ANY STANDARD 


GUZZI Ambassador V-Twin shattered 19 International 
speed records — 100 Km record — 135.73 mph, 
Motor Cycle News reported speeds up to 150 mph 

on the Monza race circuit “straight” .. . 





y CHECK THESE FEATURES AND YOU WILL WANT TO BE THE MAN WHO OWNS A GUZZI... 


© Re-designed comfort-contour saddle © Reinforced “tuck- 
away” side-stand (3) Roll-on center-stand © Right side foot 
brake lever, left side foot shift lever (interchanged controls 
optional) © Instant push-button electric starter (6) Robust 
rear folding foot-pegs D Dual concentric carburetors incor- 
porating acceleration pumps Re-designed waterproof 
spark-plug caps © New style fuel shut-offs are relocated 
New safety-rated tail-stop light (9 Weather-proof rub- 
ber bellows for front brake cable (12) Chrome-panelled fuel 
tank of new streamlined design (13) Weather-proof ignition 
Adjustable handlebars serrated for extra safety (15) New 
Hi-Lo sport/touring headlight Three popular color com- 
binations, attractively offset by brilliant chrome and pin 
striping O) Exposed portions of alloy V-twin engine deeply 
finned for maximum cooling Highly polished, triple-plated 
chrome mufflers and exhaust Maintenance free shaft- 
drive 4-speed constant-mesh, foot-shift gearbox @1) Tele- 
hydraulic fork offers 2-way damping @2) Swing-arm rear 
suspension with 3-way adjustable shocks @3) Race-tested 
cradle frame Large diameter twin leading shoe front 
brake @5) Alloy wheels, 4:00 x 18” tires front and rear 
Highly polished chrome safety bars and passenger hand rails 


@7) Anti-theft lock mounted into steering head (28) Extra 
large capacity, heavy duty air cleaner Highly polished 
chrome front fender brace Modified cylinder head, valves 
and dual valve-springs G) Heavy duty adjustable control 
cables 62 Car-type “ignition timing procedure” 63) Safety 
regulation, front and rear side reflectors Heavy duty 12- 
volt battery 69 12 Volt, 300 Watt output generator with 
dependable car-type self-starter Bore: 83mm (3.27”) 
Stroke: 70mm (2.77”) 6) Car-type instrumentation — 
Speedometer, oil pressure, neutral, indicators. High beam 
indicator and generator light Entirely oil-free rear brake 
system completely isolated from rear drive 69) 60 horse- 
power transmifted to rear wheel by high-tensile steel shaft 
thru constant velocity U-joint system 40 Hard chrome lined 
alloy cylinder barrels Heavy duty, multi-disc car type 
clutch @ Swing-arm mounted by two heavy duty, life-time 
lubricated, adjustable taper roller bearings Massive 
one-piece chrome alloy steel crankshaft Completely as- 
sembled and tested at the factory Engine skid-plate for 


extra protection. (46) Tank capacity 6.1 gallon C.R.9 to 1 


B Machine Beitt Exclusively Tex Ulm Baring 


PREMIER MOTOR CORP. Sole Distributor for U.S. and Canada e Hasbrouck Heights, N. J. 07604 
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EDITORIAL 








A Mario Andretti of Our Own 





e God knows Gary Nixon has done won- 
ders for the sport of professional motorcy- 
cle racing. He, along with Cal Rayborn, 
has demonstrated to the abundant satisfac- 
tion of everyone in the world that the Unit- 
ed States can, and has, produced roadra- 
cers on a par with the absolute best of the 
Europeans. Gary has also displayed versa- 
tility in quantities not to be believed, win- 
ning road races on 250s and 500s and 750s, 
winning shorttrack races and half-miles 
and miles and, not incidentally, winning 
the AMA’s National Championship not 
once but twice, the ultimate mark of adapt- 
able ability. Nixon was, and is, a pure 
dazzler—a master showman when motor- 
cycling needed one (like at Tulare, when 
he entertained grandstands-full of the 
faithful while the other racers and the 
AMA officials and the promoters were at 
each other’s throats trying to figure out if 
the race should be held at all), a man of 
enormous courage, spring-steel resilience, 
and cold-rolled determination. Nixon... 
what can you say? One of the two or three 
great professional motorcycle racers of our 
time. 

But times change. A new generation ex- 
ists, born and bred in the crucible of 
Southern California motorcycle racing, a 
generation that already has been racing for 
maybe ten years but is only, chronological- 
ly, 23 years old—or younger. The New 
Generation came along at just the right 
time, ambling and swaggering onto the 
scene in time to see: ABC’s Wide World of 
Sports in the middle of an exciting re-eval- 
uation of motorcycling and the motorcy- 
cling image that pertains to ABC’s own 
telecasting approach; a major re-emphasis 
on racing by big manufacturers in general 
and the Birmingham Small Arms Corpora- 
tion in particular; an unexpected (by some) 
and appreciated (by all) boom in motorcy- 
cle sales in the past two years, a boom that 
will probably sustain itself for some time; 
increased interest by the print media 
(Time, Newsweek, Life, Forbes, and Sports 
Illustrated, to name a few) in the area of 
motorcycling; and the public and critical 
acceptance of a major motorcycle racing 
movie (Little Fauss and Big Halsy). 

The New Generation, young, adaptable, 
and unrutted, has also taken to the 750s 
better than their predecessors (four out of 
the first five National Points Champion- 
ship finishers were 23 years old or young- 
er, as were six out of the top 10). They 
should have—they were faced with less to 
unlearn, aided by styles as yet unformed 
and a willingness to experiment. 

It should be obvious to you now that, 
not only are the New Generation riders 
different in their approach towards new 
machinery, they are different in their ap- 
proach towards themselves. 
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Used to be that your average run-of-the- 
mill racer was willing to be content with 
his (generally miserable) lot: a life charac- 
terized by bad food and not much of it, 
mediocre eguipment and not much of it, 
traveling arrangements predicated on 
nothing more than the state of his truck 
and the guantity of his pills, an apprecia- 
tion of his abilities that started and stopped 
within the limits of his own psyche, and a 
fatal willingness to be exploited by whoev- 
er happened to want to do it. The Old 
Generation’s lament was, what else can we 
do? Work in a motorcycle repair shop? 
Pump gas? What? The lament of the many 
was made weightier by the success of the 
few. Look what motorcycling has done for 
me, said the few. Look at the $12,000 I put 
in the bank last year. Look at my new 
truck and all my fancy factory equipment. 
Look at my fancy new leathers, and all the 
tires and oil I get for free. How bitchin’ it 
all is, said the few. And the many listened, 
because they all had come from the same 
place, with the same mangy truck and the 
same mangy motorcycle and the same, gi- 
gantic, mangy rat inside them that bit and 
nibbled until they had either proved them- 
selves to themselves and everybody who 
watched, or sent them walloping through 
the fence at some lousy, no-account half- 
mile track in Missouri or somewhere only 
to discover that nobody . . . gave a damn 
anyway. 

The Old Generation approach (or syn- 
drome)—and it isn’t going to go down 
with the Romeros and the Rices and the 
Castros and the Aldanas of the New Gen- 
eration. How can it? These guys have seen 
too much. They’ve seen themselves on tele- 
vision. Those who have ridden for BSA 
and Triumph this year have been dealt 
with by people who realize that 1) the rac- 
ers can help sell motorcycles, and 2) they 
have the kind of ability and youth that will 
keep them in the forefront of motorcycle 
competition for years to come. The racers 
know it and feel good about it. They know 
that Mario Andretti has a huge contract 
with Firestone—why not them? They 
know that Roger Penske and Mark Dono- 
hue have a huge contract with American 
Motors and the Sun Oil Company—why 
not them? They know that the luminaries 
of the baseball and football and basketball 
worlds receive money in pleasing six-figure 
chunks—why not them? They—especially 
Romero and Rice, to whom I had the plea- 
sure of a three-day exposure—are visionar- 
ies. They do not want to end up like the 
Old Generation, and they have. . . ideas. 
Ideas about self-merchandizing. Ideas 
about self-promotion, and promotion of 
racing. Ideas—not hard-edged or well- 
formed, or sophisticated as yet, but fresh, 
and hopeful—that will ultimately produce 


for racing the stature that it has so painful- 
ly lacked, and which for them will produce 
a future that is concrete, satisfying, and 
financially rewarding; a future, in short, 
that is worth risking their necks for. 

And their future sure as hell isn’t made 
of a long, miserable, dusty line of Sedalias 
and Tulares and Palmettos and Santa Fes 
and Oklahoma Cities and Jennerstowns 
and Grahams. Ontario Motor Speedway 
for $50,000—that makes it. Daytona for 
$40,000. Laconia for $20,000. These are 
the races and this, as far as the New Gen- 
eration is concerned, is racing. 

How logical is their approach (which, 
coincidentally, jibes with my own, aired in 
this column in the November issue of Cy- 
cle): fewer races with much bigger purses 
and a schedule that permits us enthusiasts 
to comprehend the National Champion- 
ship Series as a unified amalgam—each el- 
ement, or race, of which is of substantial 
import. It’s the only way, say the members 
of the New Generation, that motorcycle 
racing will ever escape from the sticks and 
thorns of the bush league. Fewer races. 
Bigger purses. More promotion. Non-mo- 
torcycle-oriented sponsorship. 

How sad for them, for the New Genera- 
tion, that the National Championship 
Committee of the AMA doesn’t see things 
that way. Doesn’t see things that way at 
all. Know how many Nationals are sched- 
uled (tentatively) for 1971? Thirty-one. If 
the schedule makes it past the next meet- 
ing of the AMA’s Executive Committee, 
things will be worse this year than they 
were last year. Who supported the 31-Na- 
tional season? The low-buck promoters, 
who felt that they would be squeezed out if 
fifteen National dates were auctioned off to 
the highest bidders; and the elected repre- 
sentatives of the professional racers: Neil 
Keen, Mert Lawwill, Roger Reiman, 
and—the definitive racer from the Old 
Generation, Gary Nixon. The racers felt, 
in short, that with a longer schedule there 
would be more total dollars available, and 
that they would have a better chance with 
a lot of little ones than with a few big ones. 

The New Generation, of course, dis- 
agrees, as do the factory racing team 
heads, who feel that their racing budgets 
will be strained to the limit by an even 
longer season, as does Russ March, 
AMA’s Executive Director, who is skepti- 
cal about supplying enough personnel to 
deal with the problems that any racing 
event presents. 

If you sympathize with the Romeros 
and the Rices and the Aldanas—if you feel 
that it is actually possible to bring profes- 
sional motorcycle racing steaming and 
clawing into the 1970s—despair not. Your 
time will come—and with it, an entire, co- 
hesive series of $50,000 or $100,000 events 
that we—not just the racers and promoters 
and factory team heads—can all be proud 
of. Don’t forget: Mario Andretti used to 
race motorcycles. Soon—I promise—we 
will have a Mario Andretti of our own. 

— Cook Neilson 
CYCLE 
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Millions of knowledgeable riders will- 
ingly concede that BMW is the best 
motorcycle in the world. 

Only trouble, some who have never 
ridden a BMW still think you can’t 
corner with it. 

Well, gentlemen, that is a myth. 
It’s just simply not so. Ask anyone 
who’s ever ridden the new BMW. 

Take Cycle Magazine. They say 
“BMW corners superbly.” Or Cycle 
Illustrated. They say “You have to get 
this bike more than 45° from vertical 
before the cylinder heads ground. At 
speed it won't happen.” 

Our new 500, 600, 750 cc BMW’s 
are powered by a re-designed version 
of our famed horizontal twin-cylinder 
engine. The best arrangement ever 
devised to power a motorcycle. Cool. 
Vibration-free. Balanced. Strong. 

If you want the smoothest, quietest, 
best-built bike in the world, and one 
that really corners — test-ride a new 
BMW. 

You won’t just explode a myth. 
You'll blow your mind. 


See your nearest authorized BMW dealer, or 
write: East: Butler & Smith, Inc., Norwood, 
N. J. 07648. West: Flanders Company, Pasa- 
dena, Calif. 91101. Canada: BMW Motorcycle 
Distributors, Willowdale, Ont. 


Bavarian Motor Works 


in Munich, city of the 1972 Olympics. 
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With Kendall GT-1" Special 
Motorcycle Oil. 

Ride confident, knowing GT-1 
is lubricating every part of your 
engine, minimizing wear. Be- 
cause it's refined from the rich- 
est 100% Pennsylvania crude 
oil. 

Ride lively, because GT-1 
prevents rust, corrosion, and 
deposits that foul up an engine. 

Ride into your Kendall deal- 
er's, where you'll find two GT-1 
Motorcycle Oils: SAE 40 grade 
for two-cycle and multigrade 
SAE 20W-50, along with 30 
and 40 grades, for four-cycle 
engines. 

And ride special 
with GT-1, the spe- 
cial motorcycle oil. 
It'll keep that ma- 
chine of yours spe- 
cial. 


You need it. | 
Findit. : 


Kendall Refining Company 
Division of Witco Chemical Corp. 
Bradford, Penna. 16701 
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LETTERS 





Will the Buyer of the Super Glide Please Stand Up? 





SUPER GLIDE 

Harley, if it’s going to appeal to the Ameri- 
can patriot with its red, white, and blue 
colors etc. should take a cue from the old 
BMW and provide a chrome machine gun 
mount for next year’s Sportsters and 
*glides. This would go over great with left, 
center, and right-wing riders. King of the 
road, you know. Only a few Ouakers and 
baby doctors would object, but they don't 

buy hogs anyway. 
Randy Montgomery 
Ontario, Canada 


After seeing the styling of the exhaust sys- 

tem, fuel tank, gauges, etc., maybe they 

should send Mr. Davidson to Japan to see 
what motorcycle styling is all about. 

Paul Hach 

Des Moines, Iowa 


I was very surprised to read that Harley 

Davidson would bomb so badly on the 

brakes when they had the chance to come 

out with one of the most spectacular stock 
superbikes we've seen on the market. 

John Farino 

Clifton, New Jersey 


As a chopper builder for some eight years, 
I was utterly shattered by your January '70 
issue. Believing almost every word, I reas- 
sessed my own position, conceded that the 
bike was an ego extension and finally de- 
cided to grow up, i.e. ride a production 
machine. But then in the November "70 is- 
sue the H-D Super Glide test appeared 
and, the chopper was reprieved. 

Without doubt, choppers are the most 
unpredictable and perilous machines on 
the road. The brakes are bad, cornering is 
non-existent and power is lacking, but who 
the hell ever claimed anything else? 

So now we see a real rider on page 22, a 
star-studded, obviously tough Cycle em- 
ployee. perched atop a $2200 “Sonnet on 
Extravagance" complete with an “impossi- 
ble seating position,” “sickening” brakes, a 
“gross” tank and a possibly overdone” 
rear fender. You attacked choppers for 
having “beauty applied from outside, as an 
afterthought.” Yet the Glide “remains in 
the first stage. . . of beauty added on, 
rather than designed in.” If you think that 
the average rider stands on his seat while 
operating and thrills to setting the foliage 
on fire with sparks from the footpegs, re- 
consider. 

You know who buys Super Glides? Mid- 
dle-aged impresarios on their way out, des- 
perately attempting to assert themselves by 
means of power and the glitter of a worn- 
out name. 

Frankie Coyner 
Milton, Florida 


As the owner of a new XLCH Sportster I 
was particularly interested in the test re- 
port of H-D’s new Super Glide in the No- 
vember issue of Cycle. As usual, your re- 
port was illuminating, interesting and, 
above all, ringing with the honesty I’ve 
found typical in your book. Your straight 
shooting regarding the poor brakes will un- 
doubtedly save at least one poor stud from 
an early lunch. 
Denis Rouse 
North Hollywood, California 


I just picked up and read the November 
issue—especially the road test of the Har- 
ley-Davidson Super Glide. 

One month ago I purchased the second 
Super Glide delivered in the Washington, 
D. C. Metropolitan area. 

My first impression upon riding the bike 
was that someone forgot the brakes! After 
reading your road test, I got to wondering 
what can be done about it. I haven’t gotten 
into any hairy situations (yet) where I’ve 
had to jump off, but you never know. 

Dr. Irwood Fox 
Silver Spring, Maryland 


KAWASAKI 125 
You guys have got to be putting me on! 
The new Kawasaki 125 Enduro topping 
out at 47 mph. Try it one more time, 
please, but this time don’t forget to shift 
into fifth gear! 
Roger Funnell 
San Antonio, Texas 
We didn’t forget the first time, Mr. Funnel. 
But, like all motorcycles, the Kawasaki was 
tested with its stock gearing—9.52-1, over- 
all, in top, which yielded precisely 47 mph. 
No doubt it would have gone faster with ap- 
propriate street gearing—probably well in 
excess of 65 mph. Remember, though, that 
it is billed as an Enduro, and as an Enduro 
we tested it.—Ed. 


TULARE. AND THE BUSH LEAGUE 
I have some comments applicable to “Inci- 
dent at Tulare.” I have attended many 
“Nationals” promoted by Agajanian and 
others. I feel for that seething, irate crowd. 
I attend all Nationals in my area but 
missed the Tulare disaster. I am convinced 
that motorcycling as a spectator sport 
(sanctioned by AMA) is doomed to remain 
“bush.” 

For example, in 1969 at the Sacramento 
National we (the potential, seething, etc.) 
paid $7 for box seats and were subjected to 
a police inspection to insure that in our 
picnic lunches we had no beer. We were 
than allowed to purchase beer for 50g from 
a vendor. In the Sacramento sun for eight 
hours this gets expensive and it becomes 
clear that the fan is getting taken. Add to 

CYCLE 


takiné the easy way out 


Get out of town the easy way in the Datsun 
Li’! Hustler Pickup— America's best-selling import 
truck. It'II get you and your bike anywhere you want 
to go, and for just about half the price you'd expect 
to pay for a truck. 

Don't let the size fool you. The Li’l Hustler is 
all truck. A six-foot, all-steel bed is set up to handle 
the hairiest bike.around. And a 96 horsepower over- 
head cam engine puts a whole lot of pavement behind 
you in a hurry. To top it all off, there's a really civilized 


interior with foam-padded, all-vinyl upholstery and a 
three-speed heater/defroster. Maybe that won't turn 
you on while you're on your way out to the dirt, but 
it sure can make that long trip home a lot nicer. 

Then, just to make sure you get your money's 
worth, the Li’l Hustler comes with no-cost extras like 
whitewall tires and built-in cargo tiedowns. In fact 
just about the only thing it doesn’t come with is a 
motorcycle. And with the money you save, you can 
add that yourself. 


DATSUNS 


Drive a Datsun...then decide. 





BUZZER. A P 
mini-cycle for anyone. k 

65CC engine. Automatic 
clutch & transmission. 
Street legal in most states. 
Folds to suitcase size. 
Kick starter. 

BUZZER JR. Same 

as above without lights; 
speedometer or horn. 


















HORNET. The hot 

little mini that goes 
anywhere. 65CC engine; 
Automatic clutch & 
transmission. Street legal 
in most states. Kick 
starter. 9” wheels for 
better ground clearance. 
Retractable luggage rack. 





DYNAMO TRAIL. Made for the 
“trail blazer’. A powerful ‘‘on-or-off”’ 
the road mini-cycle that’s street 

legal in most states. 65CC 4-speed, foot 
shift engine. 10” knobby tires and 

skid plate. 






(Above, Left) VOLCANO. The world’s most powerful mini-cycle! 
180CC 4-speed, foot shift engine. Long travel, motocross fork. 
Luggage rack. This one is street legal in most states. 


(Left) DYNAMO COMPACT. A powerful miniaturized motorcycle. 
65CC, 4-speed, foot-shift engine. Street legal in most states. 
Folding handlebars. Carries 2 adults with ease. 

WOODS BIKE. Same as above without lights, speedometer or horn. 


SOLE U.S. IMPORTERS: 
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1971 TORNADO. The big one from Benelli! The 650cc you've 

been waiting for. A real powerhouse 5-speed engine with 2 
beautiful 29mm concentric Delorto carbs. Handles like silk 
especially on high speed cornering. Tremendous power to ` 
weight ratio gives all the guts you want with a top speed of 
115+. Double leading shoe front brake practically reads your 
mind when its time to stop. Tornado. . . if you're tough enough! 


1971 MOTOCROSS. This is the challenger . . . 180cc’s 
of beautiful machine. 4-speeds with hydraulic Ceriani 
type forks. Built to practically 

handle by itself, this machine is g 

a climber on the trail or cross 

country. Big 18” knobbys dig in 

to get you over anything. 


1971 SUPERSPORT. The fast one! 250cc with 5 speeds 
to put you out front. Hydraulic Ceriani type forks and 
high ground clearance make this a winner on or off the 
road. High power to weight ratio. Horizontal engine 
gives a perfect low center of 

gravity. Large drum front & rear 

brakes give perfect control. 


raul 


1971 COUGAR. 65cc 4-speed. A beautiful handling 
machine with 18” front wheel for high clearance and 17” 
motocross grabbers in the back. Dual rear sprocket and 
hydraulic Ceriani type forks. The 

all purpose cougar really digs in - 

when it counts. Gets up to h 








NEW! FROM THE MASTER CRAFTSMEN AT WIXOM BROS. 


HONDA 
750 


FAIRING 


Make your new Honda 750 

more fun to ride all year ‘round. 
This handsome, fiberglass 

windshield fairing protects you 
from wind, rain and cold. You're 

ready to go in any weather. 
And styling by Wixom sets any 
bike out in front’ Bolts on 
firmly without removing 
turn signals. 














QUIRIES INVITED 





complete 


„note rime y 
č 4, 


QD) WIXOM BROS. CO. 257 reopen 


în ames Telephone (213) 433-7409 Long Beach, Calif. 90804 
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Model MA-9 


TAKE TWO FOR THE ROAD 
in complete safety with a Holsclaw trailer 


Hook up a Holsclaw and tow a pair of bikes or Hydraulic shocks 

Rear lights and signals 
k Safety and tie chains 
the runners, roll on your two-wheelers and chain 700 pound capacity 


‘em down. Double-acting shocks, like those that 4 ply tires; 8” wheels 
Shipping weight 216 Ibs. 


scooters anywhere you can take your car. Just tilt 


have gone millions of trouble-free miles on fa- 
mous Holsclaw boat trailers, take all the jolts. 


Write for literature, price and nearest dealer. 
422 North Willow Road 
HOLSCLAW BROS., IN . Lert re 47711 


DEALERS: Send for dealership details 
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this an incomplete “Official Program” (I 
know about deadlines but Roxy updates 
the entry list at a pace which requires 
shorthand). During practice no lap times 
are given at recent events, although I think 
they were given at 69 Sacramento—on a 
P. A. system which could be charitably de- 
scribed as inadeguate. Restroom facilities 
are horrible, and departing from the event 
is always through one or more small exit 
gates while large adjacent gates remain un- 
opened. 

The purpose of this is to point out that 
when paying a premium price for attend- 
ing a sporting event the fan is entitled to 
some things. It would appear that adeguate 
restrooms, operable P. A. systems, com- 
plete reporting and adeguate exit gates are 
a minimum which must be provided. 

I deplore what happened at Tulare. I be- 
lieve that if you fleece the publicans and 
ignore your responsibilities you must be 
prepared for your chickens coming home 
to roost. “Aggie” may believe he has tried 
to provide for the fan but he (and all AMA 
promotors that I have knowledge of ) has a 
long way to go to get out of this bush 
league. 

Jack Lundbery 
Lodi, California 


I agree that this was indeed, an unfortu- 
nate incident and I feel badly, as I’m sure 
many race fans and riders do, that Mr. 
Agajanian was attacked. I also agree with 
cancelling the race if there is a chance that 
someone could get seriously injured due to 
an unsafe track. 

I do feel very strongly however, that 
perhaps the race fans were as upset as I 
was at the Sacramento National, and as I 
know many fans have been for several 
years, not at the Tulare National’s being 
cancelled, but because most fans feel the 
riders deserve far more prize money. 

The tickets for the Sacramento National 
were $5-$7 a seat. The grandstands were 
packed and there were no seats taken up 
by free passes, as the riders’ wives who had 
them were forced to sit in separate bleach- 
ers, a half-mile away from the start and 
finish line, with very little chance to see the 
race very well. 

I wonder just how much money the Ex- 
pert, Amateur, and Novice riders make at 
the non-national Ascot races every Friday 
night, which were sponsored by Mr. Aga- 
janian. 

This is an example of some of the unfair 
treatment I feel the riders and their fami- 
lies are subjected to. I can’t help but won- 
der what percentage of profits of the Sacra- 
mento, Santa Rosa, San Jose, Ascot, and 
other West Coast Nationals went to pre- 
pare the race track, for advertising, to the 
riders, and what percentage went into the 
pocket of the promoters. 

I don’t mind paying $5-$7 a ticket to see 
motorcycle races. It is a wonderful sport, 
and the majority of racers seem to be great 
guys. Guys I don’t mind my children mak- 
ing heroes of. This is why I’ve written my 

CYCLE 






The idea is to go over it. 
Not around it. 








more. All Yamaha Enduros 
(including the 175 Enduro 
4 CT1-C shown below) have 
N Autolube, our exclusive oil 
IN] injection system that automati- 
A cally feeds the engine oil as it 
j needs it. Five-port power to make 
(S; the most out of every cc in 
= ji the engine. A five-speed wide- 
/ ratio gearbox. Dustfree, water- 
> Ki proof brakes, separate instru- 
/ ments and a lot of other pluses that 
Ij all add up to the same gx 
thing: a better machine. 
See the whole bigger, 
iy / better line- up at your 
J Yamaha dealer's. Today a 
test ride, tomorrow a match 
> for Mother Nature. Bo 


S weet old Mother Nature isn’t always a nice 
lady. Off the road, man and machine are at 
her mercy. And, until now, you had two 
choices. Either ride around the rough stuff, 
or take what nature dished out. 

This year Yamaha has a better equal- 
izer. A bigger, better set of Enduro® front 
forks. (And, catch this, similar forks are 
on all our larger street bikes, too.) 
They’re larger in diameter for greater 
strength. And two piston rings have 
been added inside for better dampen- 
ing action. We’ve increased the fork 
travel about 10%.The handle crown 
clamp that holds the handlebars 
and forks is stronger. And the 
axle securing mounts are cast ($X 
larger—again for greater strength Sy 

And, from the forks back, there’s even 
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YAMAHA 


It’s a better machine 
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PAULSON SHIELDS 


Paulson makes the finest face pro- 
tection available. Precision injection 
molding insures clear, undistorted 
vision. Super-strength, shatter-resis- 
tant polycarbonates, propionates and 
patented optical plastics used in 
Paulson shields give the best and 
longest lasting protection against dirt 
and flying objects. Look for and in- 
sist on the Paulson name on any 
face shield you buy. It's your assur- 
ance of quality. 


P 


PAULSON 
MFG. 
CORP. 


46752 RAINBOW CYN. RD. 
FALLBROOK, CALIF. 92028 
(714) 676-2451 











first letter ever to a magazine. I only ask 
for better money for the riders, and better 
treatment for their families. 

A Loyal Motorcycle Racing Fan 


Regarding your article “Incident at Tu- 
lare” in the November issue of Cycle: I 
would like to start by saying I abhor vio- 
lence and feel that very little is ever settled 
by fists; however, I can certainly sympa- 
thize with the fans at Tulare as I have had 
many similar experiences myself. 

I have been to events where a half-hour 
wait to use filthy toilets is the rule. I have 
stood in line at many snack bars only to 
pay unbelievable prices for dog food ham- 
burgers and watered-down cokes. I have 
ridden 100 miles to see a race that was can- 
celled 10 minutes after I walked through 
the gate and received no refund. Not too 
long ago I sat in the “Fabulous All Weath- 
er” Astrodome and endured rain leaking in 
on my wife and myself for two hours to 
watch the Houston Oilers play. (What 
could I do after investing $15 worth of 
hard-earned coin?) 

When I lived in Fort Worth I would go 
to Green Valley Raceway to watch the 
drags and it was truly a miserable experi- 
ence—so I finally stopped going. By con- 
trast I started going to the Dallas Interna- 
tional Speedway and the way they put on 
an event was a pleasure to watch. 

I am sure that the difference lies with 
the promoter. If he is really interested in 
putting on a good show and not just stuff- 
ing his pockets, then it will be done. In 
most cases this doesn’t mean he has to 
spend more thought on his planning. He 
must treat the fans for what they are—his 
source of income. 

We have seen two major incidents in the 
motorcycling world recently: “the Tulare 
Incident” and the cancelling of the Nation- 
al at Daytona two years ago. That race 
should have never been advertised “Run 
Rain or Shine.” 

Only when proper promotion cares 
enough will we see racing hit the ‘‘Big 
Time.” 

Phil Leavitt 
Houston, Texas 


350 COMPARISON TEST 
Congratulations! I’ve just finished your 
fine article on the Six Bike 350 Compari- 
son (which took a good part of the eve- 
ning), and I was impressed. It was without 
a doubt the best article I’ve ever read in 
my life. It was factual, complete, well edit- 
ed, and shows excellent work. But (note 
that word but) after spending 700 staff 
hours, loads of time on the track and 
street, and probably going through lots of 
problems just to complete it, YA BLEW 
IT! One doesn’t have to be especially 
sharp-eyed to notice you left out gas mile- 
age in your point evaluation. 

Well, aside from the fact that you abso- 
lutely destroyed the purpose of the article, 
it was still pretty good. 

Charles Krajewski 
Middletown, Connecticut 


RACING OVEREXPOSURE 
On your editorial “Overexposure” to mo- 
torcycle racing, are you nuts?? Are you re- 
ally the editor of a motorcycle magazine?? 
Where do you get off trying to run a show 
that you know nothing really about? You 
blabber like an old woman whose son just 
scratched his butt sliding off a bike. 

For my part, less races (Nationals in 
particular) would leave your magazine still 
more boring than it is. 

I just can’t get over your stupid outlook: 
have less races, less events, less everything 
for greater importance to each. Bah, Crap, 
how idiotic. 

If the Nationals were fewer in number 
the pros would have that many fewer pay 
days. Big money is paid these days and it’s 
getting lots better. Our riders get 10 times 
what foreign riders get. I attended at least 
six Nationals in 1970 and most were sell- 
out crowds. Scattered throughout the 
country as they are, a guy can’t get to them 
all. Still fewer can get to one or two with- 
out going hundreds of miles. Now cut the 
number in half and a guy would have to go 
five or six hundred miles to see one. 

Howard Austin 
East Alton, Illinois 


I have but one thing to say: if you think 
that more than 400 people at a motorcycle 
race is Overexposure as compared to 
40,000 people at a baseball or football 
game or even a drag race, then Babe, you 
need to see a head shrinker. 
James Finney 
Houston, Texas 
Congratulations, Mr. Finney. You win this 
month’s “Missed the Point" trophy.—Ed. 


A thought that I have been secretly 
mumbling about (myself to myself) is the 
loss of identity suffered by the half-mile 
track championships since someone at the 
AMA came up with the not-too-bright 
idea of making all half-mile track national 
championships 10-mile events. 

Time was when, with a fewer number of 
Nationals, each one had a special signifi- 
cance as they were scheduled for different 
lengths such as five-mile, 10-mile, 15-mile, 
25-mile, etc. I remain firmly convinced 
that this added to the show and gave each 
race a special flavor of its own. 

Before that, we lost the grand one-mile 
track events in the East with 10, 25 and 50, 
and the never-to-be-forgotten Langhorne 
100-mile. A good many years ago there 
was even a one-mile National Champion- 
ship with a flying start on a mile track at 
Syracuse, New York, and that start was 
really something to watch. 

It is my opinion that if we would return 
to various-length championships, these 
should be held to the distances stated 
above, to stay away from a rather ridicu- 
lous situation which resulted at one time 
when the AMA was scheduling six-mile, 
seven-mile, eight-mile and 12-mile events. 

Emmett Moore 
Avenel, New Jersey 
CYCLE 





New Sprint SX. 350. 
Light the fire and hang on! 


Sprint SX350. 4-stroke guts, stump-pulling performance. A new machine born to rip 

through heavy country. In woods, enduros, on mountain trails. Ceriani fork and shocks 

soak up the rough. High-mount front fender. Wide, cross-braced bars. Resettable, 

tenths-reading odometer. Steel rims and knobby tires; 19-inch front, 18-inch rear. New the Harley- 
hi-rise exhaust system with chromed heat-shield. Eight-inch ground clearance. And a s 

broad, deeply padded saddle. SX350. A 350cc 4-stroke torquer to bring home the Davidson 
gold. From Harley-Davidson. Number one where it counts... on and off the road and 


in the records. AMF | HARLEY-DAVIDSON, Milwaukee, Wisconsin 53201. : outperfi ormers 
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You have to realize that the majority of 
motorcycle racing events are local AMA- 
sanctioned sportsman events . . . promot- 
ed by a local AMA club. . . with little or 
no help from the AMA itself. Spectators 
don’t come because they’re afraid of the 
crowd, or because the image is all fouled 
up. Nor has motorcycle racing suffered 
mightily at the hands of the major media, 
or had no charismatic characters of the 
magnitude of an Arnold Palmer. Specta- 
tors do not come, Mr. Neilson, because 
they just don’t know that there is a race 
and where it is. 

I can speak with some knowledge on the 
subject since I’ve been engaged in broad- 
cast advertising for the past 15 years. Dur- 
ing that time, with one exception, I have 
never seen a pre-race story move on the 
state UPI wire. I have seldom seen pre- 
race editorial matter printed in the local 
paper and when it was printed there was 
no post-race result story . . . not because 
the paper or broadcast station doesn’t like 
motorcycles . . . but because the local 
clubs and promotors didn’t bother to sup- 
ply the media with pre-race stories or post- 
race results. 

No, Mr. Neilson, motorcycle racing is 
not overexposed . . . motorcycle racing is 
underpromoted . . . plain and simple. The 
AMA should run off a press packet for all 
the AMA clubs explaining in detail how to 
get pre-race publicity printed in the local 
papers and used on local radio and televi- 


sion stations. They should explain deadline 
procedures for newspapers and length re- 
quirements for radio. They should explain 
that the media that carries the prepromo- 
tion appreciates a result story to complete 
their coverage of your club’s event. 
Bill Glover 
Youngstown, Ohio 


I don’t feel poor attendance is a matter of 
over-exposure. I feel poor racing attend- 
ance is basically a lack of promotional ac- 
tivity in the form of publicity in all availa- 
ble forms, planning and co-ordination of 
effort. These are items that can be very 
simply taken care of by professional pro- 
motion people that know what they are do- 
ing. Of course, these people cost money, 
but I think they would many times over 
pay their own way. 

I further feel that it is fallacious to as- 
sume that cycle racing attendance is limit- 
ed to cycle enthusiasts. After all (if a mem- 
ber of my generation might be allowed to 
use the term) “motorcycle racing is where 
it’s at" and I feel that we can guide the 
well-heeled, thrill-seeking American public 
there if we try. 

James K. Miller 
Morristown, Tennessee 


DESERT BMW 
I must say I found the article in the No- 
vember issue of Cycle Magazine, titled 
“Africa 1942, BMW Aids the Troops,” 
particularly interesting. 


I say “particularly interesting,” because 
I happen to work in the publishing field 
myself and got a kick out of the way you 
presented the BMW R75. I did chuckle 
when I saw the German officer standing in 
a sidecar. It looks like he has been victori- 
ous in the assault on a European city, with 
the pile of rubble in the background. How- 
ever, my sixth sense tells me this could per- 
haps be Newark, New Jersey—and I have 
another feeling that sideburns on German 
officers just weren’t “in” with the Führer. 
Moustache okay—but sideburns—nein! 
William F. Morando 
Port Washington, New York 


THE LAST REFUGE 

I’m not pro Lib or anti. However I am pro 
human beings and intelligence, so be fore- 
warned, the next cat I see or hear calling 
motorcycling “the last male refuge” gets 
stabbed to death with my knitting needles. 
Cheri Loraine Sullivan 
(no address given) 
Pro intelligence? Stabbed to death with 

knitting needles?—Ed. 


BMW 
In one fell swoop BMW has taken a verita- 
ble lion and reduced it to a sniveling alley 
cat. 

Did the Germans “make a right move” 
with their styling changes you ask? About 
as right as invading Russia. 

Frederick S. Malone 
Chester, Vermont © 


YOUR BEST BUY! 


(ARAGON TRAILERS: 


ARAGON HEAVY DUTY TRAILER 


% Hitch is extra heavy duty, and precision 
forged for safety and ease of operation. 
Each trailer is carefully designed and bal- 
anced for low tongue weight. 


ARAGON ALLOY TRAILER 


% Alloy trailer rails remove for 
quick load adjustment or easy 
conversion to a boat trailer, util- 
ity trailer or camper frame. 


% Alloys are used strategically to 
insure maximum strength «with 
the lightest possible weight. 


% Leaf suspension is extra sturdy 
for the best and smoothest 
highway ride. Better acces- 
sibility in rough terrain, too. 


% Aragon H.D. trailers provide 
the toughest, most solid con- 
struction of any trailer being 
built today! 


Seo % Aragon Alloy trailers feature gal- 
= vanized fenders that stay good- 
4 looking longest. Won't chip, peel 


or rust. 


7? 


Æ Spare wheel and tire is avail- 
able as one of many optional 
accessories. 


= 
Dp 


# 


æ Extra big stop lights for safety. 
Heavy duty, large area wheel bear- 
ings are built to stay cooler, take 
bigger payloads at higher speeds. 


Æ Aragon H.D. trailers utilize 
large, 7:75 X 14 tires on Ford 
rims. 


RAGON 


DISTRIBUTING CO. INC. 
323 W. Maple Ave. Monrovia, Calif. 91016 
PHONE 


(213) 359-4597 


when you want to sell it. Prices 
start at $129.95. WRITE OR 
PHONE NOW FOR FULL PRICE 
INFORMATION AND A FREE TRAIL- 
ER BROCHURE. 


You just can't get a better trailer than an 
Aragon! And now you can buy them by fast 
mail order well below the going market price 
for any other trailer with comparable features. 
With Aragon, you get more trailer for your 
money now, and more money for your trailer 


Send $1.00 for complete Aragon 
catalog of eguipment, acces- 
sories & tools. 


TRAILERS UP TO SIX RAILS NOW AVAILABLE 
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THE DOWNHILL STRAIGHT 








Sonomabeach 








e Naples, Italy (Combined Services)—Police 
seized a man identified as Massimo Essoti- 
ca today and clapped him into jail as 
“Agostino the Mad Motorcyclist” whose 
midnight stunt riding touched off three 
nights of rioting. 

After a month of vengeful watching, po- 
lice caught him afoot in front of a church at 
dawn. They had been tipped off. 

They charged him with blocking the 
street, disrupting the peace and making 
monkeys of the police—defined legally as 
outrage to public officials. 

The unknown daredevil rider started by 
showing up on the fashionable Via Roma at 
midnight, scattering pedestrians on the side- 
walks, chasing traffic police and finally 
hurdling barricades that combat-clad riot 
police put up to trap him. 

When he didn’t show up, his fans did. 
They trooped into the center of town from 
the poor districts, hailing him as their hero. 

They nicknamed him for Giacomo Agos- 
tini, Italy’s 350 and 500 World Champion. 
For three nights they battled riot police who 
tried to keep the streets clear to catch the 
stunt rider. 

“Sonomabeach,” exclaimed the chief of 


police. Everyone was on his neck over the 
case of the Mad Cyclist. Merchants, tourist 
officials, consiglieri, all were up in arms 
over the midnight rider. And his police ap- 
peared helpless to catch the interloper. It 
was bad for their reputation. It was bad for 
business. The chief was busy trying not to 
listen to the complaints, insults and threats 
of loss of pension coming from the official 
at the other end of the phone. 

“Si, signor, si. I will put my very best 
men on it. Si. Ciao.” The chief put the 
phone down wearily. The whole matter 
had begun to weigh heavily on him. Espe- 
cially the part about the pension. He had 
only a few years to go towards retirement, 
when he planned to live in Ravenna and 
finish his treatise on Byzantine law en- 
forcement practices. 

While the Chief was a man of more than 
average gentility (for someone in his trade) 
he was not beyond stooping to the lowest 
depths to accomplish a given task. He 
pressed a button. Demonstrating the tight 
discipline the Chief had instilled in his 
force, his most trusted aide appeared in no 
less than 20 minutes. 

“You are prompt today, Buffo,” the 


Chief complimented his aide. “I have a 
mission of the utmost urgency for you. Lis- 
ten. Carefully.” 

The aide closed his eyes. He always did 
that when told to listen carefully. A thor- 
ough man, he was very scientific in his ap- 
proach to every facet of life. 

“As you must know,” the Chief began, 
“the heat is on us to capture this Mad Cy- 
clist. . .” He had to stop. Getting up from 
his chair, he walked around the big desk 
and picked up Buffo, who had fallen 
asleep. He revived the fallen aide by the 
best method he knew. 

“Buffo, your mother is calling,” he 
shouted. Buffo leaped from his chair and 
started for the door. 

“Now, Buffo, perhaps you will not be 
quite so scientific. Keep your eyes open 
and listen. I want The Three in here. 
They’re our hope of breaking the case. 

It was nearly a week before Buffo got 
The Three to show up. It took that long to 
convince them it wasn’t They who were 
wanted for something. 

There in the anteroom to the Chief's 
office they stood, nervously fingering their 
unfinished pizza triangles. Napa, the shor- 
test of the lot, also the smartest. Sonoma, 
the quiet one, always pondering the unpon- 
derable, thinking the unthinkable. And 
Mendocino, the mellow one, happy-go- 
lucky, easygoing. It was not the first time 
they had stood together like this in the 
office of the Chief of Police. Sometimes it 





NOW YOU CAN EASILY 


TO YOUR SLIDE AND FILM SHOWS 
WITH POPULAR PHOTOGRAPHY’S 
EXCLUSIVE AND EXCITING 


“SOUND FOR A PICTURE EVENING” 


RECORD ALBUMS, = 
Vols. | through IV 


Expressly created for 
film and slide shows 


No matter how good your 

film and slide shows are, : 

sound will make them better... more entertaining 
and certainly more professional. But, it has to be 
the right kind of sound. Although any musical 
record can be used as a background, few, if any, 
can match the variety of action, situations and 
scenes inherent in most shows. That's why Popular 
Photography created these albums. They’re ideal 
for almost every mood captured by your camera. 
Whether your show is simple, elaborate or some- 
where in-between—““Sound For A Picture Evening” 
provides a final, professional touch to make it a 
complete success. 


This complete set, Volumes | through IV, offers 
you the most extensive selection of background 
music and sound effects available anywhere. Pro- 
duced by the Editors of Popular Photography ex- 
clusively for our readers, these records cannot be 
purchased in any store and are available by mail 
only to the readers of Popular Photography and 
other Ziff-Davis Magazines. 


FEBRUARY 1971 
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FOUR 12” VINYL 33% RPM HIGH-FIDELITY ALBUMS offering 
you more than 2% hours of playing time consisting of 66 spe- 
cific mood music backgrounds, 40 tracks for special sound 
effects and 16 tracks featuring "National Portraits"—a total of 
122 tracks of sparkling, mood-setting off-beat music and hard- 
to-find sound effects—for use “as is" by playing the appropri- 
ate tracks as your slide or movie show proceeds or for editing 
your selections and recording them on tape. “Sound For A 
Picture Evening" adds another dimension to your photography 
—high-fidelity sound. 


ALBUM CONTENTS 


VOLUME | 

17 music backgrounds . . . 8 sound effects tracks: themes to 
match your subjects . . . perfectly! 3 film openings: grandiose, 
sweet and gentle and dramatic + 3 film closings: epic finale, 
Hollywood style and gentle + happy-go-lucky + gay party + 
vacation tempo « traveling « happy birthday party « pomp of 
a parade + sound of a carousel « circus time + sentimental 
moments + children's playtime + Christmas time « ocean 
waves « train « jet planes « baby crying + crowd in stadium 
+ traffic « dog barking « thunder and rain. 


VOLUME II 

19 music backgrounds . . . 11 music effects tracks: majestic + 
backyard nature « experimental « mysterious « music of the 
spheres + vive la France + German village band + soul of 
Spain « American west « English countryside « buon giorno, 
Italia « bass drum + bassoonery « cathedral bells + galloping 
horses + zoo noises + children at play + cocktail party + 
birds on a spring morning « outboard motor « oars in water « 
skis on snow + trumpet fanfare + solo violin + music from 
silent movies + music for slow-motion movies + music for 
speeded-up motion « music for stop-motion movies « under- 
water music « music for old-time footage. 


FREE 


A comprehensive instruc- 
tion booklet comes with 
EACH record, showing you 
how to make a successful 
sound-and-music tape track 
for your slide or movie 
show, or to use the record 





Volume I; 


alone as background, even 
if you're a rank beginner. 


SOS mu ME ON U ee ee ee ee ee ee ee ee EN 
RECORDS « Ziff-Davis Service Division 
595 Broadway « New York, N.Y. 10012 


My check (or money order) for $. 


Complete sets, Volumes | through IV @ $14.98 each, postpaid. 


@ $4.98 each, postpaid. 
(Outside U.S.A. please send $20 for complete set; 


VOLUME III 

25 music backgrounds .. . 10 sound effects tracks: music for 
time-lapse photography « liquidity + music to fly by « music 
to take a trip by + fiddle faddle + jungle themes + music for 
the bull ring + way out + farm machinery « chicken clucking 
and rooster crow + cows « horse whinny « pigs grunting + 
wind in the trees + sleigh bells « cat meowing and purring « 
hammering and sawing + Japan + Scandinavia + South 
America + Jamaica + Middle East « bowling + jogging + 
little league + rally and drag racing + horseback riding + 
tennis + ice skating + Russian balalaika « Indian sitar « 
Viennese zither « steel band music « square dance music 
with caller « drum and bugle corps music. 


VOLUME IV 

23 music backgrounds . . . 9 sound effects tracks: music to 
make portraits by « music for historic places « music to zoom 
by + monochromatic moods in color + music to orbit by + 
music to graduate by + music to scale cliffs by « gypsy violin 
+ Japanese koto + mariachi band + bagpipes « rock 'n' roll + 
German band + Russia + Holland + Africa « Switzerland + 
Greece + boating + gardening + golfing + musicians at work 
+ dancing « carnival “outside talker" « plane captain on the 
intercom + jetting down the field for take-off « cruise ship 
departure + corks popping, liquid gurgling + shotgun blasts 
+ wood chopping + crickets chirping + fireplace sounds. 


This complete set of 4 individually jacketed records, a $19.92 
value, is available to you at the special discount price of only 
$14.98, postpaid—a savings of $4.94, 


Volumes I, II, III and IV may be purchased individually © $4.98 
each, postpaid. 


They're a must for every slide and film show impresario and 
albums you will enjoy for many years to come. 
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is enclosed. Please send: 








Volume II; Volume III; Volume IV 


$7 for 1 record ordered.) 








An ingenious band pointer print name 
which fits om top of each 
record instantly locates 
any band you want. address 
No guessing, no wasted 
motion, no false starts. P 

city. 


state. Zip. 








m m æ æ PAYMENT MUST BE ENCLOSED WITH ORDER m m m m 
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i had been because they had been bad boys, 
The Most Spectacular Sound and sometimes it was just like this, when 
their services were needed. They had 
PR worked together in the resistance. When 
Exhibition of STEREO FIDELITY the war was over and there was no further 
S È need for an underground, they had stuck 
Ever Available on one Disc. together, living as best they could. They 
were a team. There were too many war- 
ar sie pos =. v.. born ties to permit them to separate now. 
is record is the result of two years of intensive research in the s : a ee 
sound libraries of Deutsche Grammophon Gesellschaft, Connoisseur Sonoma stood quietly, his prasa slice 
Society, Westminster Recording Company and Cambridge Records dribbling oil onto the marble floor of the 
Incorporated. The Editors of Stereo Review have selected and edited outer office. He smiled to his secret self 
those excerpts that best demonstrate each of the many aspects of that some poor soul would walk across 
the stereo reproduction of music. The record offers you a greater De tr ns 
variety of sound than has ever before been included on a single disc. that slippery spot soon. Then, thinking it 
It is a series of independent demonstrations, each designed to show might just be the Chief, he mopped it 
off one or more aspects of musical sound and its reproduction. around with the sole of his shoe. They had 
Entirely music, the Record has been edited to provide self-sufficient P h ble ás it was. Na inděd 
capsule presentations of an enormous variety of music arranged in enough trouble as it was. Napa reminde 


a contrasting and pleasing order. It includes all the basic musical his companions that they had better get to 
and acoustical sounds that you hear when you listen to records, it, or else the Chief would drop them all in 
isolated and pointed up to give you a basis for future critical listening. 


the slammer on any one of a dozen charges 
at his disposal. 

The Three left the police headguarters 
WIDE RANGE BP DEMONSERATIONS and headed for their own, a low tavern in 


e Techniques of Separation & Multiple Sound Sources + Acoustic Depth r i a 
e Ambiance of Concert Hall « Sharp Contrasts of Dynamics + Crescendo & one of tie eee suburbia. With shinee 
Diminuendo + Very High & Very Low Pitched Musical Sounds + Polyphony glasses of red wine set up in front of them 
(2 or more melodies at once) With Both Similar & Contrasting Instruments on the bar, they began to form a plan of 
e Tonal Qualities of Wind, String & Percussion Instruments « Sounds of Ancient battle. They had to come up with the Mad 
Instruments + Sounds of Oriental Instruments « Sound of Singing Voice, Both Cyclist or the Chief would toss them in the 
Classically Trained and Untrained « Plus a Large Sampling of Finger Snapping, RÉ aes oa : aye 
Hand Clapping, Foot Stamping & Other Musical & Percussive Sounds. calaboose. They agreed that their first 

13 BUPEHB SELECTION move should be to finish the bottle of wine. 


STRAUSS: Festive Prelude, Op. 61 (excerpt) DGG MANITAS DE PLATA: Gypsy Rhumba (complete) Conn. Soc. It was excellent, and it is an old Latin ad- 
DEBUSSY: Feux d'artifice (excerpt). Connoisseur Society MARCELLO: (arr. King): Psalm XVII “The Heavens is ent a i a 

BEETHOVEN: Wellington's Victory (Battle Symphony) are Telling" (complete) Connoisseur Society. age that m the wine there 1S truth. 

(excerpt from the first movement) Westminster Records PRAETORIUS: Terpsichore: La Bourrée XXXII ‘ a 

MASSAINO: Canzona XXXV a 16 (complete) DGG Archive, (complete) DGG Archive It took almost the whole bottle before 
CORRETTE: Concerto Comique Op. 8, No. 6, "Le Plaisir des BERG: Wozzeck (excerpt from Act III) DGG. they realized the virtue of the old saying. 
Dames" (third movement) Connoisseur Society. BARTOK: Sonata for two pianos and Percussion (excerpt ii ss à à s 

KHAN: Raga Chandranandan (excerpt) Connoisseur Society. from the first movement) Cambridge Records You know, said Napa, there is truth 


RODRIGO: Concert—Serenade for Harp and Orchestra BEETHOVEN: Wellington's Victory (Battle Victory) (excerpt a 7 UE. LÉ P 
(excerpt from the lirst movement) DGG from the last movement) Westminster. in the wine.” “I know,” said Sonoma, “I 


sc : “Fs 99 66 ” 
FRE Descriptive Booklet Enclosed includes discussion of the can hardly stand up. You never could, 


” 


selections on the record, plus a complete description of observed Mendocino. ‘‘But what are we 
going to do to catch this bike rider?" 

“Is it possible,” mused Napa, “that the 
R STEREO DEMONSTRATION RECORD TODAY : 
ORDER YOU Mad Motorcyclist the people have dubbed 


AVAILABLE IN YOUR Only $598 Postpaid ‘Ago,’ is actually Ago?” 
33% RPM OR 45 RPM | m m m m m m m ma eee eee eee “That's a point,” said Mendocino, 


The Stereo Demonstration RECORDS * Ziff-Davis Service Division CY 271 “After all, we've never seen them togeth- 
Record is processed and 595 Broadway * New York, N.Y. 10012 ae 


CT: 
press on ee devel- Please send me. Stereo Review Stereo Demonstration Record Albums at $5.98 “That's true” said Sonoma with the 
oped, improved vinyl. It is each, postpaid. My check (or money order) for $________ is enclosed. ANSE 


a look of a saint who has had a revelation. 
3 5 y 45 x = i a a 
Check One: [] 334 rpm O 45 rpm Napa didn't miss the import of this. 


ee de U.S.A. pl d $8.00 Ibum ordered.) New York State residents 

i ial i tsi S.A. : er ordered.) New York Sta iden! vě š : s 
The asa ee + Sa eae ia cir And he's easy to find,” he noted. The 
Three looked at each other in order of sen- 


conducive to low surface please add local sales tax. 
iority. 


noise and contributes to 

the production of full dyna- 

mics and frequency range. ae 

The record continually “Do you remember,” Napa said need- 

Mich Ear stp riae gewend lessly, “when we planted underground 
identifications on the German staff officers 
and tipped off the Gestapo?” They all re- 
membered. They pushed away from the 


wears longer. 
o 
bar, and hit the street. They helped each 
You get much mo e bike other up, and went in separate directions. 
o : (Il Lazzadrone di Napoli) —A man who 
for our mone in En land claimed to be Massimo Essotica, Genoese 
y y g (J shipping magnate, tried to report to police 
he was robbed of his wallet and identifica- 


Buy your next motorcycle from air and sea shipping rates. Buy-back tion. Police refused to investigate and de- 


London’s ELITE MOTORS, and you save schemes. $ A a 
so much under Britain’s generous tax- So what's holding you? Write for ported the unfortunate Essotica to the Unit 
free personal nee scheme ie illustrated export lists Now. ed States. Essotica was last seen driving a 
could actually pay for your air fare and : ; end of Pier Six 
have a fistful of dollars left over. ELITE MOTORS En borrowed bicycle off the f me 
ELITE Offer you Britain’s biggest (TOOTING) LTD (Motociclismo d'Italia)— World Champi- 
Pp rene eae mne 844-965 Garratt Lane, Tooting, London SW17, on Giacomo ‘Ago Agostini failed to show up 
And they take care of everything. England. Telephone: 01-672 1200 (20 Lines) for the Grand Prix of Roskovnia, causing 
Insurance. Accessories. Service. U.S. Forces in Europe. This save-money considerable speculation as to his where- 
Motorcycle clothing. Competitive scheme is good for you too. abouts. His manager had no comment on 


B.S.A. Triumph Norton Royal Enfield Velocette the matter... . —Mike Shuter 
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each selection and the purpose behind its demonstration. 
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The Pioneer for 1971 


NOW WITH 
FIVE SPEED 
TRANSMISSION! 


OSSA 
PIONEER: 1971! 


Goes where you want it to go, the way 
you want it to go! This is the machine 
for performance off the beaten track! 
Check it out at your dealer’s this week. 


OSSA PIONEER: you'll know in 
minutes whether it’s all talk or 
all tough. 





YA NK E E m Yankee Motor Corporation, P.O. Box 36, Schenectady, N. Y. 12301 
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TheWizard of 
Sea Cliff home at last. 


From zorching laboratories, from racing time-corridors 
of tracks the world over, and from Mother Spline Shaft herself 
he came...the Wizard Jess. 

Jess Thomas, CYCLE’s resident technical genius-mad 
scientist-wizard takes charge this month of CYCLE’s new one 
million-cc shop & test center, The Plainview Grindery, on 
the simmering coastal crack of Long Island’s south shore. 

Home at last. 

Home to make his fiendish tests on Everybike. To compare. 
Pry. Scrutinize. And to let you know which bikes are making it, 
and aren't. 

The Wizard Jess. 

Bikedom’s most respected technician-writer. Bonneville 
200 MPH Club member. The only AMA Director who carries 
forth an uncompromising Bohemian lifestyle. 

And he does it in Sea Cliff, a few miles from CYCLE’ s new 
shop, where he lives with his wife and children in an old 
Haunted House with a rat-a-tat porch. 

In fact, his neighbors recently reported weird pets roaming 
his grounds. Spooky music. Strange cries in the night. 

But the Wizard Jess (speaking from the exotic new 
CYCLE shop & test center) denied these rumors. 

“Outright lies,” he yelled, as he patiently waited for a 
lightning storm to bring his latest creation...to life... 


Cycle 
Now you get the Wizard Jess, anda brand new shop & 


test center too! 
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BAJA 


When the dust finally settled, they 
chalked up the win and a new record to Yamaha. 


The 1970 Mexican 1000. The big one. 35 motorcycles 
started the grueling Baja run. 832 miles of dust, bumps, 
rocks and ruts later —the winner was Yamaha. 


Phil Bowers and Mike Patrick shared the honors, riding 
their RT1-B Yamaha 360 Enduro to a new record for 
motorcycles of 18 hours 31 minutes...2 hours 7 minutes 
better than the former record set in 1968. 


Bowers and Patrick are the same roughriders who 

barreled their trusty Yamahas to victory in the Vegas A s 
Mint 400 the last 2 years in a row. That kind of i 
consistent performance takes riding skill second to 
none. And a super-reliable machine, built to take the 
hard knocks and hot breath of the desert in stride. 
But then, that’s the way we build every member 

of our Enduro family. 


YAMAHA INTERNATIONAL CORPORATION 
P.O. Box 54540, Los Angeles, California 90054 
In Canada: Fred Deeley, Ltd., Vancouver, B.C. 








YAMAHA 
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CYCLE ROAD TEST 


Benelli 


Tornado 


It’s the only bike 


we enjoy riding really hard 


FEBRUARY 1971 


as much as we did 
the Honda Four. 





he 650 Benelli twin has been a long 

time coming. Our first glimpse oc- 
curred about a year and a half ago at the 
Benelli factory in Pesaro, Italy. That bike 
had a marvelous ultra-short-stroke engine 
shoehorned into the same pseudo-Rickman 
frame that Benelli had sold to Montgomery- 
Ward. We weren’t quite sure who was trying 
to fool whom with that first quickie lash-up, 
for the resulting bike vibrated alarmingly, 
had a super-restricted exhaust -system that 
separated the engine from its potential, and 
handled atrociously. 

The sole surviving remnant ofthat first 
pelican is the tremendous engine; everything 
else has been replaced by components which 
match the engine for quality. You begin to 
notice the quality as soon as you concentrate 
on the first items of concern in the starting 
procedure: the fuel valves. The body of each 
valve is a precision-machined aluminum-al- 
loy cube, fastened to the tank with a swivel 


PHOTOGRAPHY: DOUG MESNEY 


nut and sealed with a nylon compression 
washer. A valve cylinder is secured in the 
body with a chrome-plated sleeve nut and 
sealed with neoprene O-rings. When you 
pivot the valve lever to one of the three posi- 
tions, there is a smooth, cushioned feel that 
is followed by a distinct click at each posi- 
tion. Wow—no more groping in the dark or 
getting off the bike to eyeball-align the posi- 
tions. A small c on the front of each valve 
indicates the closed position, straight down 
is on, and a small r at the rear shows where 
reserve is. A transparent sediment bowl 
holds the carb supply banjo to the valve 
body. They’re the nicest valves we’ve ever 
seen on any bike. 

A very awkward spot was chosen for the 
ignition key. It’s down on the right side pan- 
el, under the seat, situated to gouge the pas- 
senger’s calf and get accidently switched off. 
One click clockwise on the key gives ignition 
only; the second makes for lights and igni- 
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tion. Turning the key counter-clockwise 
from off turns on the taillight for safe night 
parking. 

If the engine is cold, a smaller lever on the 
front brake lever bracket opens a richening 
device in each of the twin 29mm VBH 
Dell’Orto carbs. Leave the throttle closed: 
the richening system has its own air supply 
that is accurately metered. The kickstarter is 
a one-piece forging that pivots out for start- 
ing on a heavy boss down near the shaft, 
much like the Honda arrangement. The 
wide face of the boss forms a pleasing shield 
that doesn’t bite your shoe or irritate your 
leg. A healthy lunge with the full momen- 
tum of the rider’s weight is required to 
swing the starter full-course, but the engine 
always starts on the first effort. 

The average temperature during our test 
was about 40°F. For a cold engine start, the 
best procedure is to leave the richening lever 
full open for about two minutes. The tach 
reading stays at 2500 until engine heat rises 
slightly and the exhaust note begins to stag- 
ger. Close the richener about halfway and 
pull the clutch while lifting the right side 
foot pedal to engage low gear. Pedal travel 
in this operation is a full two inches, which 
means lifting your foot completely off the 
peg. Pedal feel is deliberate rather than 
crisp, but there is no disconcerting mechani- 
cal noise or lurch to make shifting an un- 
pleasant experience. 

A fairly stout clutch pull of 18 pounds is 
made less of a bother by the smoothness of 
the release. Simultaneous partial opening of 
the throttle and releasing of the clutch lever 
produce absolutely ripple-free starts. Anoth- 
er feature that allows effortless clutch opera- 
tion is the shape of the hand lever. It’s really 
designed to fit the human hand: a maximum 
width of %sths of an inch spreads the load 
across the full width of the second joints of 
the two middle fingers, and tapers from 
there to fit the first and fourth. And the cor- 
28 
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Handling is clumsy and 
top-heavy at low speeds, but out 
in the twilight zone on 

twisty mountain roads the big 
650 comes into its own. 
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The best 650 touring bike we've ever tested. 


ners are rounded perfectly to prevent pinch- 
ing. 

A knurled knob built into the lever brack- 
et adjusts the cable slack. The knob has a 
detent plunger that clicks twice per revolu- 
tion to allow safe adjustment on the road. 
Most bikes have a lock nut on the adjuster 
which means you sometimes have to use a 
pair of pliers. 

Taking our foot off the peg to push the 
pedal down four inches into second gear, we 
noticed several obvious characteristics of the 
Tornado's nature. First was the incredible 
amount of torgue produced by the engine at 
low revs. It pulls like a steam engine from 
2500 rpm; and at low speeds the bike han- 
dles extremely awkwardly. There is a strong 
feeling of understeering and top-heaviness. 
Our third immediate realization was the 
stiffness of the suspension. From these first 
impressions, we made a tentative evaluation 
that if the big Tornado were a success, it 
would have to be as a high-speed roadbur- 
ner. We later discovered the accuracy of this 
judgement. 

The ultra-short-stroke engine is a classic 
rebuttal to the old long stroke gives higher 
torque myth. At 84mm, the cylinder bores 
are slightly more than an inch greater than 


Consummately Italian in nature, 


the 58mm stroke. One of Ford’s engineers 
said it all at a cocktail party we attended at 
Daytona a couple of years ago. “It’s all a 
matter of valve timing and gas velocity in 
the ports,” he allowed. “By squeezing the 
ports down a bit and reducing the valve 
overlap, we can make a short-stroker devel- 
op as much maximum torque and do it over 
a wider range of revs. But if you try to ex- 
tract too much power from the long-stroker, 
the piston speeds will kill it every time.” Of 
course our friend was speaking on an all oth- 
er things being equal basis, and the extremes 
he mentioned were well beyond the practical 
reliability and comfort limits that govern 
street machines. But Signor Prampolini, 
who was the chief designer of the 650 en- 
gine, must have been thinking in terms of 
future developments when he chose the Tor- 
nado’s engine dimensions. 

Indeed, there are a few problems imposed 
by the layout in the present state of tune. To 
prevent piston slap under high loads, the 
cylinders are offset 2.5mm to the rear of the 
crankshaft. Fairly wide squish bands be- 
tween the pistons and heads are used to ne- 
gate combustion problems at low revs. Un- 
fortunately the squish bands also prevent the 
use of the huge valves that can be fitted in a 


Benelli's big 650 appears conservative yet 


baroque to the casual 

observer. But a spirited trip 

in the admittedly too- 

firm saddle brings out that 
resolutely silent spirit 

that one can only find by trial 

in the hard reality of time and space. 
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wide-bore, short-stroke engine. 

The layout is basically the same as that of 
the Yamaha 650 and the Honda twins in 
that the crankcases divide horizontally and 
the engine/gearbox shafts have their centers 
on the crankcase seam. Horizontally-seamed 
cases are less prone to oil leaks because there 
is not a constant pool of oil on a seam that is 
being continually stressed by the crankshaft 
pulses. Too, on engines that have support 
bearings between the crankpins, it is much 
easier to build strong bearing supports by 
casting them into the same unit as the cases. 
On a vertically split twin, this is impossible. 

Benelli’s twin differs from the Japanese 
types in that the camshaft is in the crankcase 
and the valves are controlled via tappets and 
pushrod-operated rockerarms. Actually, the 
valve train components are almost identical 
to those developed in Benelli’s small hori- 
zontal-cylindered racers (known as Motobi, 
for MotoBenelli, in Italy), which rev to 
11,500 rpm. Since the power peaks of all the 
650 twins on the market are right around 
7000 rpm, there is no reason why the over- 
head cam engines are any better. Actually, 
the pushrods and tappets in the Benelli are 
so light that the engine breathing could be 
adjusted to deal with much higher revs, the 
only modification necessary being stronger 
valve springs. 

A real advantage to using pushrods in this 
engine is that, when combined with the 
short stroke, the overall engine is extremely 
short; but had Benelli chosen to make it a 
dry sump model, instead of carrying the 
common engine and gearbox oil in. the 
crankcase, the overall height could have 
been an incredible 13 inches. A large part of 
the low-speed handling clumsiness is caused 
by the high position of the engine. With a 
dry sump system, the engine, gas tank, and 
steering head could be four inches lower. As 
it is, the engine shaft centers are almost four 
inches above the wheel axles. All that would 
suffer in the lower center of gravity would 
be maximum acceleration and braking fig- 
ures due to the decrease in theoretical 
weight transfer. 
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Engineering features in the crankcases 
make the engine strong and guiet. A sepa- 
rate flywheel between the crankshaft pairs 
allows the use of four huge main bearings: 
the two outer ones are double row balls and 
the inner pair beefy rollers. Both the crank- 
pin and wristpin swing on needle roller as- 
semblies. Double row ball bearings support 
the ends of the camshaft and a pair of pres- 
sure-fed plain bearings take the load on the 
center lobes. To reduce noise, helical gears 
drive the camshaft in front and wet-plate 
clutch behind the crankshaft. Both ends of 
the five-speed gearbox mainshaft are carried 
by double row balls, while the layshaft ends 
spin in needle rollers. 

The heart of the lube system is a single 
stage gear-type pump that rests in the center 
of the engine below the camshaft. The pump 
draws oil from the crankcase through a fine 
wire mesh strainer. A cartridge oil filter 
takes the microscopic metal bits from the 
bypass line. The crankshaft, camshaft, tap- 
pets, pushrods, and rockerarms all receive 
oil under pressure. Slots in the rods allow oil 
to sling up on the cylinder faces and small- 
end bearings. All this oil is kept inside the 
cases with O-ring seals under the rocker 
boxes and cylinder heads and paper gaskets 
with cement on the clutch case. 

A quite elaborate crankcase breathing sys- 
tem, composed of baffled towers and an ex- 
pansion box, work to keep the fluctuating 
engine pressures from pushing the oil out 
the seams. When we got our bike, one of the 
connecting hoses in the breather was kinked 
and a small amount of oil was weeping from 
the crankcase joint seam. Straightening the 
hose dried up the weep. A small amount of 
oil vapor is carried through the expansion 
box during extremely hard running. The exit 
hoses to the box end at the frame tubes, 
right under the seat. After a particularly 
spirited ride, a passenger on the Tornado 
might mistake the warm liquid on his pants 
leg for lack of control of another kind (until 
it didn’t dry, that is). 

The electrical components, except for the 
lights and switches, are all German Bosch. 
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Reliable electrics are shock mounted. 





The D.C. generator, points hardware, cen- 
trifugal advance, horn, voltage regulator, 
batteries, condensors, and coils of that 
marque are all apparently better than could 
be had in Italy. Not a single electrical failure 
marred our enjoyment of the big Benelli. 
Taken individually, all but a niggling few 
of the Tornado’s components are of unim- 
peachable quality and thereby functionally 
honest. As a whole, they almost make it as a 
styling entity. In a few short words, the bike 
could be described stylistically as conserva- 
tive Italian provincial: sort of an expensive 
connoisseur’s machine that refused to swap 
function for frill. The big 3.75-gallon tank 
has a rakishly bulbous look, with its tipped- 
up leading edges—which reveal the ignition 
coils protruding like Buck Roger’s very own 
personal ray guns. And the white flash of 
paint on the deep crimson red tank looks 
like a Kwickie Kalifornia Kustom job. 





RPMx100 40 
100 pr 


While Benelli has reason to feel proud of the 
results of their labors, they cannot be ex- 
cused for informing us so rudely, and in trip- 
licate, on each side that they really did make 
the machine. There's a three-inch diameter 
tank badge with crossed wheat stalks and a 
gold star surrounding a blood-red panel that 
spells out BENELLI. Then down on the en- 
gine case there is a slightly smaller disc with 
a gold lion standing with one paw out and 
tail erect upon a black panel with white let- 
ters that spell out BENELLI. More blood- 
red beneath the black. On the side panel, 
still another pronouncement: TORNA- 
DO BENELLI 650 in black and red. Fortu- 
nately the latter is a stick-on. But the rest is 
all real and functional and uniquely Italian. 
And we love it. 

As our bike accumulated mileage, we be- 
gan to run it harder for longer lengths of 
time. Our first impression was right. The 


Price, suggested retail 


Brake, front 


Brake swept area 
Specific brake loading 
Engine type 


ITS TONI. wes. hewn as 
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faster you ride the Tornado, the happier it 
is. It likes nothing better than holding a 
steady 80 mph on the pike, unless of course 
there’s the option of thrashing through the 
gears on a mountain road. No wind pushes 
you around on the Benelli and no bump 
makes you wobble. You're in control all the 
time. For really hard riding, it's the only 
machine around that we enjoy as much as 
the Honda Four. 

The front forks are built by Marzocchi 
and they're first rate. Longer rubber gaiters 
sit atop the polished aluminum legs. A plain 
heavy-gauge stainless fender with a semicir- 
cular section is held between the forks with 
plated tubular braces in the front and rear. 
A massive four leading shoe front brake cre- 
ates more than enough stopping force to 
make fast riding on the Tornado as safe as it 
is exciting. Although substituting a zinc al- 
loy for magnesium makes the brake signifi- 

Continued on page 70 


BENELLI TORNADO 650 STREET 


East Coast, POE $1650 


3.50 in. x 18 in. MT76 Pirelli Rib 
4.00 in. x 18 in. MT53 Pirelli Universal 


Sin. in. x (2) 


eee emer PA Porn Pee TEZ iMm xD. 


6.76 Ib/sa. in., at test weight 
OHV Pushrod parallel twin 


Bore and stroke ..... 3.304 in. x 2.28 in., 84mm x 58mm 


Piston displacement 
Compression ratio 
Carburetion 

Air filtration 
Ignition 

















Wheelbase 


Ground clearance 
Curb weight 





Test weight 
Instruments 
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Standing start % mile 
Top speed 


Mph/100 rpm, top gear 
Fuel capacity 

Fuel mileage 

Qil CAPACITY yss 205 cas 
Lighting 

Battery 

Gear ratios, overall 


Seat height (width) (length) 


10,000 rpm tach 
Oe ots eae te 5.9 seconds 


39.3 cu. in., 643cc 


P ah de a Lie: 5.3 pints 


12v, 150 watts 

12v, 12ah 

(1) 17.0 (2) 9.41 

(3) 6.8 (4) 5.85 (5) 5.1 


.. 32 (8.5) (26) in., with rider 
7 in., with rider 
470 Ibs., with -tank of gas 
630 Ibs., with rider 
160 mph speedo 


14.34 seconds 88.49 mph 
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Bengt Aberg's Husgvarna— 
and Joel Robert's Suzuki— 

win World Moto-Cross 
Championships using Champion 
Gold Palladium spark plugs 


Now Champion—the spark plug spe alist— introduces you to 
a new spark plug specifically designed to give motorcycles... 


© BROADER heat range! The reason for this better performance is 
Champion's improved small-diameter gold palladium 


BETTER fouling protection! alloy center electrode. This unique, smaller electrode 
requires much /ess voltage to fire. And that is impor- 

© LONGER service life! tant, because it gives you guicker, easier starts! 
: In addition, this Champion has a smaller, new 
© EASIER starting ! design insulator tip. This scavenges fouling deposits 


better to extend plug life and heat range even more! 
_ MAXIMUM acceleration Available right now for over 90% of all bikes, these 
and power! : 


premium motorcycle plugs are only from Champion. 
Ask your dealer about them 
now. They cost a little more. 


CHAMPION SPARK PLUG COMPANY But their long-lasting better 
TOLEDO, OHIO 43601 performance is well worth it. 





19-year-old Kenny Roberts 
Takes Novice TT Crown 


Kenny Roberts, called the “hottest novice in the 
nation,” is another pro who wins with Montesa. 
He chose a 250 Cappra 5-speed as the best all- 
around bike for his purpose because, he says, of 
its reliability and ruggedness. 


Nineteen last December, five-feet two-inches tall, 
and 115 pounds, Kenny is TT Champ, Ascot Race- 
way Champ, and high point professional 
AMA Novice in the nation. Besides that, 
he’s a full partner in a going, growing 
motorcycle business. 








See what happens when you choose 
Montesa? 





Cappra 250 5 speed 
Delivered ready-to-race! 


This rare and beautiful machine can win at TT, 
MX, steeplechase, smooth track events, or on 
desert courses. Powered by a 2-stroke single 
delivering 33 bhp @ 6,500 rpm, the Cappra 250 
5-speed has amazing torque at all engine speeds, 
including the low end. A close-ratio, constant- 
mesh 5-speed box works with a smooth, multi- 
disc wet clutch to make the most of the engine's 
extreme flexibility. Suspension is special Montesa 
design, tested, proved, and refined through com- 
petition in international championship events. 
CIRCLE NO.46 ON READER SERVICE PAGE 
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s It took Bob Leppan nearly five years to 
establish the four-year-old land speed record 
(LSR) of 245.667 mph. It then took Don 
Vesco two years and three attempts to raise 
the absolute record to 251.924 mph. But it 
took Harley-Davidson, fired from within by 
a kind of guiet corporate desperation, only 
two weeks to raise the record from Vesco's 
supertuned, super-slippery, highly mysterio- 
so 251 mph to H-D’s own nitro-charged, 
rip-holes-through-the-wind, piston-busting 
265.492. Figuring that what's good is what 
works, the H-D crew beat, welded, and 
wrenched the liner chassis until it went 
straight, and socked fuel into the engine un- 
til it went fast. All in two weeks. 

In addition to Cal Rayborn, who rode and 
provided some very valuable feedback as to 
what the chassis was doing, eight other men 
participated in this effort. The chassis was 
designed and built by Dennis Manning, with 
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assistance from Craig Rivera. John Yeates, 
an excellent body repairman, was able to do 
without sleep for several days at a time while 
working on the bike. I built and maintained 
the engine. George Smith, from S&S Cy- 
cle, mixed the fuel, handled the tuning and 
otherwise pitched in. And Harley-Davidson 
sent Dick O’Brien, Clyde Denzer, and John 
Pohland from the racing department to 
complete the crew. 

This particular project was the brainstorm 
of Harley’s top management, namely John 
A. Davidson, VP in charge of sales. As with 
most high-level management decisions, the 
fact that it usually takes a year or more to 
prepare for the LSR didn’t seem to be much 
of a problem. Harley-Davidson wanted the 
record and that, for all intents and purposes, 
was that. 

And so the fun began. I first became in- 
volved when Dick O’Brien phoned and 








T? 


Thus spake Calvin Rayborn, just 

after he had bucked and plunged across 
the Bonneville Salt Flats at 265.492 mph 
for a new motorcycle Land Speed Record. 
For Cal, later described by S&S’s 

George Smith as “the bravest man I’ve 
ever met," and for the rest of the 

crew attending to Dennis Manning's 
Harley-Davidson streamliner, it had 
been a long, frustrating, sometimes 
terrifying two weeks. Here's why. 

By Warner Riley 
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It was a team effort 

from start to finish. Above 
is one of the cap- 

tains: George Smith, 

who spent most of his 

time jetting the 

liner's SKS fuel carb 

and mixing potent 
batches of nitromethane. 





asked if I (and my engine) would like to go 
back to Bonneville and try for the absolute 
motorcycle speed record. I said that the 
schedule would be awfully tight, but that by 
starting right away I could do it. He agreed 
to call back when the plans became firm. 

Taking no chances, I completely disas- 
sembled my 89-inch Sportster engine that 
night. After checking everything I found 
that, except for the normal wear and tear, 
the motor was in good shape. I lapped the 
valves, honed the cylinders and installed 
new rings. The close ratio transmission was 
what we needed, and it appeared none the 
worse for wear. I called Eddie Coleman in 
New Albany, Indiana, and asked if I might 
borrow his 83-inch engine. I had built this 
engine earlier in the year, and Eddie was 
turning low 11s and over 125 mph with it in 
his street legal A/Modified, so I knew it was 
a runner. We agreed on terms and I prom- 
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ised to repair any damage. Since time was so 
short, Eddie also agreed to pull the motor 
and deliver it. 

Two days later the 89-inch motor was 
about half together when Clyde Denzer 
called to say that everything looked favor- 
able, and I should figure on having both en- 
gines, plus spares, ready in one week. 

One week later I met George Smith at 
Chicago’s O’Hare Airport and we flew to 
Salt Lake City. We met Dick O’Brien and 
Cal Rayborn there, and rented a car. Then 
an oasis in the desert—Wendover—garden 
spot of the Salt Flats! The streamliner was at 
the motel parking lot so we pulled in for a 
look. The words ‘‘Harley-Davidson,”’ 
“Dytch Sales,” “S & S Cycle,” “Rayborn," 
and “Riley,” made the machine look like a 
streamlined signboard on wheels. 

MONDAY 
During the first official gathering of the 
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crew, we learned that even though Cal is an 
enormously talented motorcycle racer, he 
had never been in a streamliner before; nor 
did he have experience riding a machine 
which would be burning a high percentage 
of nitrated fuel. He would need some prac- 
tice and trial runs. Taking first things first, 
O’Brien decided that a 55-inch XLR engine 
would be a good powerplant to use for prac- 
tice purposes; so in it went. George Smith, 
Cal, and I then discussed the starting proce- 
dure we would use when running fuel. The 
starting drill consisted of filling the float 
bowl, and turning the engine over with roll- 
ers which drove the rear wheel of the bike, 
and were driven from the wheels of a truck. 
When the liner’s wheel was up to the correct 
speed, Cal would release the clutch and after 
a few seconds flip on the ignition switch. 
The engine would start; and after he blipped 
the throttle to be sure it was running clean, 


Work never ceased. When the 
crew wasn’t flogging the 

liner on the Salt Flats, they 
were flogging it in the garage 
or flogging it out in front 

of the motel. Sleep was scarce. 


= 





he would turn on the fuel switch. This 
would prevent the engine from taking a big 
slug of nitromethane, in the event of a faulty 
float, and then exploding when the clutch 
was let out. Cal was very receptive to our 
instructions; he understood the potential 
problem perfectly, and the first start-up 
went smoothly. 
TUESDAY 
It was a cold, cloudy day and it looked 
like rain. But we were all so fired up that it 
didn’t matter. We headed out to the flats 
and drove down to the five-mile area where 
the USAC crew had set up the timing lights. 
Joe Petrali briefed all of us on where we 
could and could not drive. They have very 
definite rules about this, due to the extreme 
speeds involved; by keeping all of the sup- 
port vehicles off the actual race course there 
is less chance of dropping debris which 
could puncture a tire. Crossing the course 
37 
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Dennis Manning, after the 
record had been set: “Sure, I 
was proud when we went 265. 
But I was proudest when Cal 
crashed the liner at 150 

and didn't get hurt. The 
thing stayed together.” 


with a support vehicle was also prohibited— 
it could create a slight ripple which might 
cause a handling problem later. 

We all drove down to the zero marker for 
our first attempt. Everything went as 
planned except for one thing: Cal ran off the 
course about 200 feet out. No damage—so 
we tried again. This time Cal made a fairly 
straight start and away he went. Because the 
liner was new, we were asked to work our 
speed up gradually, starting at 125 mph, and 
increasing it in steps of 25 mph. If every- 
thing went well up to 225 mph, we were on 
our own. So this first run was to be 125 
mph. However, a fouled plug held us down 
to 90 mph. Then it started raining, and we 
headed for Wendover. A change in the oil 
pump by-pass spring and a hotter plug in the 
oily cylinder decreased the oiling. 

The weather cleared, so it was back to the 
flats. Cal said the bike handled okay, so his 
first run was 140; since everything looked 
good we turned the bike around and headed 
back. This time Cal ran 170—something 
was wrong! The bike developed a wobble, 
ran off the course, and crashed. The chute 
was out and the bike slid to a stop on its 





side. The damage had been kept to a mini- 
mum because the chute held the liner 
straight. Now the big question—what hap- 
pened to cause the loss of control? 

Cal described the wobble as a long gentle 
sweeping action accompanied by the inabili- 
ty to turn, rather than a violent shaking of 
the front end. A ride down the course re- 
vealed a track showing that the tire was rid- 
ing first on one edge and then the other. 
Back in town the nose section was pulled off; 
we decided that the tire profile was too 
square. Fortunately, Dennis had brought 
along extra tires with different profiles, and 
we selected one with a more rounded cross- 
section. Because of the wheel’s two-piece 
bolt-together construction, it took all night 
to mount, align, and balance the new tire. 

I checked the timing and tappets, and 
cleaned the intake passages to be sure no salt 
had been picked up in the spill. 

Come six a.m. the bike was ready and we 
all went for breakfast. We had worked the 
whole night for nothing, because the wind 
blew all day Wednesday and no runs were 
made. We did have some fun though; on a 
little exploration of the salt and its sur- 
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rounding area, we managed to sink the 
Hertz truck up to the axles in brown salt 
(mud). It was that kind of day. 
THURSDAY 

We were getting anxious to do some seri- 
ous running. We got up early and were on 
the flats and ready to run as the sun just 
cracked. over the horizon. By now we had the 
starting and launching procedure down pat, 
and Cal just motored away after a good clean 
start. He got 1 miles down the track when 
the front piston seized. Cal pulled in the 
clutch and coasted to an upright stop using 
the skids for stability. Here we were with a 
busted engine on the world's fastest track, at 
8:30 in the morning, with the sun shining 
and not a cloud in'the sky. Damn! Back to 
town. By 4:40 that afternoon we had in- 
stalled my 89 inch engine and were on our 
way back to the flats. You're probably won- 
dering why it took so long to change en- 
gines. The reason is, all the motor mount 
plates had to be re-drilled due to the in- 
creased height of my stroker motor. Also the 
clutch release mechanism had to be modi- 
fied because we wanted to use a 32-tooth 
mainshaft sprocket and this cut right 
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through the stock mounting bolts (a 20- 
tooth sprocket is stock). Our overall gear ra- 
tio was now 1.4 to 1 and this meant Cal 
would be trying to start with an overall ratio 
of 2.85 to 1 in low gear. I could already 
smell the clutch burning just thinking about 
trying to start with a 2.85. But start we 
did—and after two aborted runs due to a 
salt plugged carburetor air bleed, Cal turned 
a 199.64 mph in second gear to pass the 200 
mph test. 

When questioned about the run, Cal re- 
ported that a slight wobble had developed 
and so he throttled back to correct the han- 
dling. Then, just to make sure, he turned it 
back on: again-the wobble appeared and 
again he had to throttle back. We were hap- 
py the power was there but concerned about 
how to correct the handling. Upon closer ex- 
amination of the chassis we discovered an- 
other problem: the rear tire was cut through 
to the cords. 

Back in town I repaired the clutch and 
installed a new front chain. John Pohland 
made up some new shorter exhaust pipes 
which were similar to what I use on my drag 
bike, and in no time the engine was ready. 


However, it wasn’t.as easy to solve the han- 
dling problems. 

In trying to figure out what makes two- 
wheeled vehicles handle and not handle, we 
noticed that every time the speed was in- 
creased, the handling got worse. It almost 
appeared as though the throttle were con- 
nected to the steering. Hey! That’s it! Some- 
thing is flexing every time the throttle is 
opened. George Smith grabbed the rear 
chain; by squeezing the top and bottom runs 
together tight, he could make the rear wheel 
cock in the frame. Some additional stiffening 
would be required. 

While the torches were being fired up to 
weld in the additional stiffening braces for 
the rear end, the front end was also being 
worked on. The front tire had rubbed 
against the body when the suspension went 
to the limit of its travel. Disassembly of the 
front suspension units showed that the 
springs had sagged and lost tension. We 
weren’t sure how much this was hurting the 
handling, but we knew it had to be correct- 
ed. Several things were tried as cures. One 
was heavier springs—which were taken 
from the rear shocks of the Baja we had 
brought along as a play bike. This didn’t 
work too well because of the extreme angle 
at which the streamliner’s shocks were 
mounted. The second cure, which worked, 
was to install rubber bumpers around the 
shock’s shafts to limit the total travel. It 
ended up that the front suspension was near- 
ly rigid, with only a half-inch of usable move- 
ment. The bike had been designed fora 
smaller, flatter tire and there just wasn’t 
enough room for the larger, rounded tire and 
lots of suspension travel. 

We had also been discussing the effect of 
rake on handling, and we decided to try a 
little more. Dennis used his machinist’s pro- 
tractor and added 3° for a total of 36°. 

These changes hopefully cured all of the 
problems except for the.cut tire. We didn’t 
have any spares. We called Firestone, to 
learn more about the tire’s construction and 
to determine if it would still be safe to run. 
Then we called Parnelli Jones and ordered 
two more tires. 

This work had consumed what was left of 
Thursday and all of Friday, but we finally 
had it all assembled and were getting more 
and more anxious. 

SATURDAY 

No runs: It was a windy, cloudy day and 
finally it rained. The entire day was spent just 
waiting around and hoping for a break in the 
weather. 

SUNDAY 

The weather cleared and again we headed 

out. The first run was aborted—Cal could 
(Continued on page 71) 
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b replacement for their discontin- 
ued 80cc and 100cc Trail models is the 
new HT1 90 Enduro. The new 90's forerun- 
ners were built strictly for off-road use, with 
little thinking done on/or provision made 
for pavement operation. More versatile than 
its predecessors, the new Yamaha 90 is put 
together for the expanding street-trail mar- 
ket. Like its competitors in the street-trail 
category, the HT1 is a compromise machine. 
The one remaining guestion is: what kind of 
a compromise and how good? 

The 90 Enduro drops perfectly into the 
gap between the Mini-Enduro and the 125 
ATI. In fact, the 90 is a three-guarters repli- 
ca of the 125 Enduro; styling and layout fol- 
low the trend-setting DT1. The steel gas 
tank and Autolube oil tank are painted a 
40 
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deep metallic purple, and the finish on the 
various components is smooth and clean. No 
splattered welds, and no orange-peeling 
paint either. The black three-quarter length 
seat has a pleated vinyl covering to hold the 
rider’s seat on the saddle. The slight extra 
length in the saddle provides enough room 
for a passenger, so long as it’s a child or a 
90ce-sized wife. While folding footrests for 
both rider and passenger are standard, the 
suspension just barely handles one full-sized 
rider, much less two. 

The upswept exhaust system, which car- 
ries a built-in U.S. Forestry-approved spark 
arrestor, is tucked away from the legs of rid- 
ers and passengers. The chrome metal guard 
stays cool enough to touch even though it is 
fastened directly to the muffler body. The 
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inner baffle is removable; it should be 
cleaned every 1000 miles or so for maximum 
performance. Leaving the baffle out entirely 
fouls up the exhaust tuning and increases the 
operating temperatures of the engine. This 
in turn causes two things: a drop in the 90’s 
performance and an ear-busting racket 
which will color neighbors angry. Leave the 
baffle in; go faster in peace. 

The lighting system on the Enduro 90 
now includes turn signals as standard equip- 
ment, as do all street-legal Yamahas for 
1971. In traffic, the flashers give the bike 
rider a better chance of being seen by myop- 
ic motorists. And the new Yamaha tail- 
light—which is huge—may fend off other 
inattentive car drivers seeking cheap thrills 
at your expense. Unable to make the six-volt 
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lamps any brighter, Yamaha has at least 
made things bigger and easier to see. On the 
trailways lights can be extra baggage; thanks 
to the flywheel ignition, all the lights can be 
stripped away if the rider wishes. 

The wheels are 18-inch items on both 
ends. The trials-pattern tires are a good 
combination for street and moderate dirt 
riding, but they won’t do the job in mud. 
Different tires and a larger front wheel 
would help, and Yamaha does carry a 21- 
inch front wheel as an option. Yet rewheel- 
ing and reshodding the Enduro 90 would re- 
semble lacing an old lady into track shoes. 
She would have the traction, but not the legs 
and knees. The Enduro 90’s suspension just 
isn’t up to much more than a fast clip over a 
cow pasture. The front forks are similar to 
those on the 125 Enduro, but they don’t 
work as well. The chromed shafts on the 90 
are .125-inch smaller than the AT1 and flex 
when normal limits are exceeded. The 
damping can be increased to an acceptable 
level by changing to a heavier SAE weight 
oil. The rear shocks have five different set- 
tings, ranging from bad to worse. Even when 
the shocks are at the stiffest position a 150- 
pound rider can still bottom the unit. The 
damping is non-existent. When pumping the 
back end up and down, the only resistance is 
in the springs. Yamaha could have eliminat- 
ed the marginal suspension on the HT1 by 
mounting the forks and shocks from the 125 
AT1. The cost couldn’t have been that much 
greater, and the pieces will fit right onto the 
smaller machine. Of course, these changes 
would create a machine that is nearly equal 
to the 125cc ATI costing $100 more—some- 
thing Yamaha might not want to do. 

The machine’s mild steel tubular frame 
has a 1.25-inch backbone tube connecting 
the steering head to the swingarm pivot 
area. Smaller (.75-inch) double downtubes 
cradle the engine unit. The rear subframe is 
welded to a box-like affair that forms the 
swingarm connection point and ties into the 
main backbone right at the rear of the gas 
tank. The entire assembly is quite rigid and 
seems strong enough to handle an engine 
with twice the 90’s punch. The tubular swing- 
arm is gusseted on the forward end and easi- 
ly handles the weight and torque output of 
the HT1. 

The engine-transmission unit is the same 
physical size as its bigger brothers, the 125 
and 175 Enduros. Many of the parts are in- 
terchangable, such as gears, clutch and kick- 
start pieces, oil pump, and the outer cases. 
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Due to the 90’s shorter stroke, though, the 
crankshaft assemblies can’t be swapped. But 
they both share the same size bearings. With 
a lower-end capable of supporting twice its 
displacement, the HT1 internals should be 
as durable as rocks. 

In the past, Yamaha has used a rotary 
valve induction system for the 100cc-and- 
under engines. The new 90 breaks tradition 
by using piston controlled ports with Ya- 
maha’s five-port transfer system for better 
performance. The cylinder on the HTI is 
cast iron with generous finning for a ma- 
chine the size of a 90, so the small single 
shouldn’t overcook and seize. The rod is 
supported by caged rollers at the big end 
and the wristpin rides in needles. The alumi- 
num cylinder head has a squish band com- 
bustion chamber like the larger Enduros, 
and the head features an extra tapped hole 
for a sparkplug or compression release. 

GYT-kit power can be bolted straight on 
to the HT1 for $118. This includes a “port- 
ed" cylinder, high compression head, racing 
piston with rings, 22mm Mikuni carb, ex- 
pansion chamber exhaust, and all the neces- 
sary brackets and gaskets to install it. 
Thanks to the extra strength of the lower 
end, clutch and gear train, a GYT-kitted en- 
gine shouldn’t be strained. Yamaha claims 
that the additional power and low weight of 
a kitted HT1 give it the performance of a 
125, and this claim certainly seems reason- 
able. 

The 90 Enduro’s small size makes it an 
ideal machine for the wife or small-to-medi- 
um adolescents. The low seat height and 
light weight gives the smaller riders confi- 
dence. This enables them to learn to ride 
quicker and enjoy what they are doing. The 
controls push, pull, and twist easily. The ig- 
nition key/light switch is mounted on the 
top fork yoke and the turn signal and the 
high/low beam toggles live under the left 
thumb. All are easy to reach and operate. 
The waffle-pattern hand grips cushion the 
vibrations and jolts of riding and allow a bet- 
ter grasp on the bars during wet weather. 
The footpeg rubbers are grooved to help 
keep feet from slipping off, and the engine 
shifts go through in short, crisp moves. This 
wide powerband and the five-speed trans- 
mission allow the rider to use his machine 
for everyday around-town riding and still 
ramble down cowpaths on weekends with- 
out changing the overall gear. The rear 
wheel hub has a built in rubber shock absor- 
ber to take out road lurch before it pounds 
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The piston-port engine is a good 90cc slogger. 
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The Enduro 90 is a machine with 
limits, but the Leisure Rider has limits 
too. Neither the bike nor the conservative rider 
can blitz through forest and field. 


away on the driving components. The brakes 
work well and panic stops will lock up both 
wheels. In the dirt the brakes have some 
“feel, which signals an impending lock. 
Gradual pressure with the foot and hand al- 
lows control of the braking, even when trac- 
tion is minimal. 

The Enduro 90 is for the Leisure Rider. If 
they aimed the bike at the conservative 
weekend trailer, then Yamaha has hit the 
market target squarely. City streets, dirt 
roads, and winding cowtrails make the right 
pathways for the HT1. The little Yamaha, 
however, has limits. It is no machine for he 
who drills through field and forest, jumping 
over and bouncing off the environment. 
Such a pounding will beat the HT1’s suspen- 
sion too badly. The hard runner should buy 
up to the 125 Enduro; it’s a better suspended 
machine. But if midtown traffic and gentle 
trails describe your scene, try the Enduro 
90. © 
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YAMAHA HT1 90 ENDURO 


Price, suggested retail 


Tire, front 

Dunlop Trials Universal 
3:00 in. X T8 Ir 
Dunlop Trials Universal 
Brake, front ...... 4.32 in. x 1.00 in. 
LÉO TE eee 5.11 in: x 1-10 in: 

Brake swept area 
Specific brake loading . ... 11.3 Ib/sq. 
in., at test weight 
Piston-port 
two-stroke single 
Bore and stroke... 1.96 in. x 1.79 in., 
50mm x 45mm 
nes ORG If; 
89cc 


Engine type 


Piston displacement 


Compression ratio 
Carburetion 


Oil-wetted foam 
Ignition Flywheel magneto 
Bhp @ rpm 8.5 © 7000 rpm 
Mph/1000 rpm, top gear 
Fuel capacity 

Oil capacity 

Lighting 

Battery 

Gear ratios, overall 


Air Filtration 


2.6 pints 
6v, 45 watts 


(1) 32.23 
(2) 26.88: (3) 18.27 
(4) 13.44 (5) 10.74 
Wheelbase 
Seat height 
Ground clearance 
Curb weight 


29 in., with rider 

„.8.5 in., with rider 

195 Ibs., 

with %-tank of gas 

Test weight 355 Ibs., with rider 
Instruments 


Top speed 





CIRCLE NO. 36 ON READER SERVICE PAGE—> 





he Rickman boys have finally put to- 
gether a complete motocross package. 
They've joined a specially designed ultra- 
lightweight frame to a 250cc engine manu- 
factured by Montesa to Rickman specifica- 
tions. These machines will be assembled in 
England at Rickman’s new plant in New 
Milton and will be delivered to Steens, Inc. 
(the U.S. Distributor for Rickman products) 
as a complete, ready-to-race, Motocrosser. 
The Rickman brothers have produced an- 
other winner, and the emergence of such 
wasn't accidental. Their experience in 
building specials is:more than a decade 
deep. On hand for the Cycle test, Derek 
Rickman sketched out the beginnings and 
growth of their frame-building enterprise. 


CYCLE ROAD TEST 


Rickman 


Both brothers, Derek and Don, appren- 
ticed in the automotive field in preparation 
for a position in their father’s garage busi- 
ness. The senior Rickman, who was quite a 
dirt track and scrambles rider in his day, 
died in 1948 leaving the boys with an on-go- 
ing automobile sales and repair business. But 
their real interest was in motorcycling, and 
in 1949 they sold the garage and bought a 
motorcycle dealership. 

Racing every weekend at various. scram- 
bles and trials around England gave them an 
opportunity to improve the standard ma- 
chines they rode. In 1958 they put together a 
special scrambles mount using a BSA frame, 
a Triumph 500 engine coupled to a BSA 
Gold Star gearbox, and Norton forks. This 


250 Metisse 


The Rickman Brothers have 


mated a Montesa engine to a new frame 


and running gear. This feather- 


weight motocrosser has the power and 


handling to turn almost any pre- 
tender into a racer. 


machine worked very well at the time, and 
several of their customers ordered similar 
outfits for themselves. 

The brothers dubbed their machinery 
Métisse. The name fit the Rickman creations 
perfectly, a conglomeration of different 
breeds. In the winter of 1959 they decided to 
upgrade the Métisse even more by building a 
complete frame out of light, high-strength 
aircraft steel tubing. Retaining the Norton 
forks, Triumph engine and BSA gearbox, 
they assembled two complete machines. 
Derek and Don raced these two original mo- 
torcycles with great success during the 1960 
season, and as a result the orders for frames 
and complete machines flooded their retail 
motorcycle business. With Don’s third-place 
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The Rickmans wanted the 
Montesa engine ported 
and chambered for torgue. 
And torgue they got; lots, 
coming in right off idle and 
running up the band. 


finish in the 500cc World Motocross title 
chase in 1961 on a 500 Triumph-Métisse, 
the frame business almost crowded out their 
day-to-day business. In 1964 they gave in to 
the pressure. The Rickman brothers opened 
a factory which concentrated on frame pro- 
duction and specialty racing motorcycle 
manufacture. 

In 1966 the FIM created a 750cc class for 
motocross to include machines above 500cc. 
This was just what the Rickmans needed to 
show off their Métisse. Derek won the Euro- 
pean championship during 1967. Don fin- 
ished second behind Derek's 600 Matchless 
Single-Métisse on a 650 Triumph-Métisse. 

With racing success their reputation bur- 
geoned. And since major British manufac- 
turers failed to provide a competitive light- 
weight chassis for their 500s and 650s, the 
orders for Métisse bikes poured in on the 
Rickmans. This tremendous increase in bus- 
iness forced them to move again in 1969 to 
their present new facility where production 
capabilities exceed 100 units per week. 

Once settled in their new plant the Rick- 
man brothers started development on the all 
new 250 Métisse motocross machine. Their 
first 250 Métisse was built in 1965 around a 
Bultaco powerplant using a duplex frame 
layout similar to the larger four-stroke de- 
sign. Bultaco continued to build complete 
machines using this frame design under li- 
cense from Rickman. With the latest 250 
motocross iron tipping the scales between 
52 


220 and 230 pounds, the heavier duplex 
frame used in the past wouldn't save the 
pounds needed to hold the new 250 down to 
the target weight of 200 pounds. So the 
Rickman brothers decided that a completely 
new frame would have to be built if they 
were to be competitive. 

Frame design is the Rickman specialty; 
and with their combined years of experience, 
they know just how to relate the swinging- 
arm pivot point to the steering head angle 
and engine location. Laying out these rela- 
tionships on a drawing board with a 55-inch 
wheelbase, they connect these various points 
with the appropriate size tubing. The engine 
unit is put in proper alignment, and the com- 
pleted layout is drawn to scale. These draw- 
ings are transferred to a frame jig, anda 
complete frame is welded up. 

With the latest 250 Métisse, a single 1.50- 
inch diameter downtube curves under the 
engine unit and connects with a .875-inch 
diameter crosstube just ahead of the swing- 
ing-arm pivot. This crosstube runs between 
a pair of 1.00-inch diameter toptubes that 
curve from the top of the steering head 
down past the swinging-arm pivot and back 
around toward the front to tie into the main 
downtube under the engine. The .875-inch 
diameter rear sub-frame tubes form a trian- 
gle between the swinging-arm pivot, the rear 
top shock mount, and a point where the two 
toptubes bend downward. Conventional 
steel tubing is used, as opposed to the Rey- 
nolds 531 tubing utilized in the larger four- 
stroke frames. The low weight and 250-sized 
horses allow the use of conventional tubing. 
According to Derek Rickman, the frame has 
endured severe testing for the past six 
months, and no structural failures have oc- 
curred. The joints are all profiled to match 
and are bronze-welded. The swinging-arm 
pivots on bonded rubber bushings, and the 
rear chain slack is taken up at the pivot- 
point instead of the rear axle. This maintains 
positive wheel alignment within the swing- 
ing-arm. 

The front forks are made by Metal Profile 
of England, and they pivot in roller bearings. 
This company has also built forks for the 
BSA and AJS works motocross machines 
and the guality is excellent. They are nearly 
exact copies of Ceriani units with chromed 
high tensile steel mainshafts and aluminum 
legs. The wheel hubs are made by Rickman 
of cast magnesium (or electron as the En- 
glish call it) of conical design. The front hub 
complete weighs only 4.5 pounds, while the 
rear less sprocket is only seven. The light- 
ness of these components really help the sus- 


pension which need not handle unnecessary 
unsprung weight. Chrome steel rims are 
laced to the hubs by stainless steel spokes, 
and both hubs ride on sealed ball bearings. 
The rear dampers are the latest “take apart” 
Girlings with non-progressive springs. 

The fiberglass gas tank, seat, fenders and 
air cleaner are built by Avon, which is now a 
part of the Rickman manufacturing com- 
plex. The Rickmans bought out the Mitche- 
nal concern to insure a steady supply of high 
quality fiberglass components for their ma- 
chines. The medium blue color is impregnat- 
ed into the gel coat and the finish is near 
perfect. The air cleaner has two automotive 
type pleated paper elements, one on each 
side under quickly removable covers. A plen- 
um chamber separates the two elements 
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and provides an air space to give the engine 
a chance to catch its breath between strokes. 
The air intakes are placed up out of the way 
of mud and water splash. 

The engine-gearbox unit is a conventional 
piston port two-stroke with polished alumi- 
num alloy crankcases; the black painted cyl- 
inder and head improve heat dissipation. 
Port timing in the cast-iron sleeve is set for 
maximum torgue. A single sparkplug is fired 
by a flywheel magneto and a high-tension 
coil mounted under the gas tank. Needle and 
roller bearings carry the forged rod and 
Dykes-ringed piston, while the crankshaft 
assembly rides on a pair of ball bearings. Pri- 
mary drive is by helical-cut gears; the all- 
metal clutch has six drive and six driven 
plates. The indirect close ratio gearbox four- 
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speed turns on ball bearings throughout. 
The right hand shift lever rotates a slotted 
drum which guides the shift forks. The com- 
pact engine-transmission unit suffered no 
leaks or mechanical mishaps during the test. 

The black painted expansion chamber ex- 
haust system is designed to produce torgue. 
Its location under the frame, however, 
makes the chamber vulnerable to rocks and 
high spots. The connection between the head 
pipe and cylinder could cause grief if al- 
lowed to get slightly loose. A steel sleeve 
screws into the alloy cylinder, and alloy 
threads could be damaged if the unit is not 
kept tight. 

The Spanish Amal monobloc carburetor 
has 1.25 bore and a side float chamber. 
Many riders prefer this carburetor to the 


Amal concentric or center float type. In the 
event the engine loads up, the machine can 
be quickly cleared out with the monobloc 
carburetor by tipping the machine toward 
the float side of the bike. With the center 
float type carb, the only solution is to shut 
the petcocks off, keep the engine running, 
and wait. 

Starting is a bit awkward due to the posi- 
tion of the kickstart lever. High on the right 
side of the case, it must be folded out by 
hand and snapped quickly through its short 
arc of travel. The easiest way is to stand be- 
side the machine and kick with the left foot. 
This gives a better swing and the engine 
comes to life in two or three kicks after first 
flooding the carb with the finger flicker. 

The clutch works beautifully; no slip, no 





grab. In fact, once under way, the short- 
throw lever snicks easily from gear to gear, 
up or down, with or without clutch disen- 
gagement. 

The power is as wide as the Mississippi 
River. Almost from idle the engine pulls 
strongly. There is just a slight bit of bogging 
from a dead stop at low revs, but this is com- 
mon with a close ratio gearbox. Gear spac- 
ing is very even all the way up; this spacing, 
along with the broad power band makes the 
250 Métisse very easy to ride. The overall 
ratio is just right for a twisty motocross cir- 
cuit, but a change of sprockets would be nec- 
essary for cross country work. The engine 
just peaks out in about an eighth of a mile. 
The machine goes like a rabbit off the line 
and stops just as fast. This quick stop-and-go 
characteristic of the 250 Métisse is an asset 
for getting over a motocross circuit quickly. 
The cable-operated rear brake feels a little 
spongy at first. Otherwise, both units work 
fine. They don’t lock up at the wrong time, 
something that can produce skidding. 

The front forks work very well through- 
out their 6.5 inches of travel. Small ripples 
as well as sharp bumps are absorbed with- 
out bottoming or stiff rebound. Double lip 
seals wipe the shafts clean and keep grit 
from working down inside the forks. The 
spring rate is just right for the machine’s 
weight with a 160-170 pound rider. Ditto 
the Girlings on the rear. The bike has the 
right amount of spring compression to ab- 
sorb the jolts given it, with enough damping 
to keep the rebound from jacking the back 
end up—and starting tail-end-first gyra- 
tions. 

This excellent suspension setup can be in 
part attributed to its low overall weight of 
208 pounds. This is the lightest 250 moto- 
cross machine on the market, and it is one 
big reason why the bike does handle so 
well. The low weight gives the suspension 
less to do and the machine can return toa 
more stable normal attitude a lot quicker 
than a bike weighing 50 pounds more. 

The Rickmans rate a pat on the back for 
making their experience available to the 
everyday competition rider. Until now, 
this handling and low overall weight has 
been the exclusive property of the factory 
team specials. This superb machine has all 
the.qualifications as far as power, han- 
dling, and light weight go. All it lacks now 
are expert riders to complete the success 
story. And they’ll not be long in coming. 

First-rate machines have a way of at- 
tracting first-string riders. They'll all get 
together very soon. © 
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The.new Métisse comes with 
all that Rickman frame experience 
as standard equipment. 


Hub weighs seven lbs. less sprocket. 





One downtube meets engine in front. 


RICKMAN 250 METISSE 


„.. West Coast, 
POE $1095 
3.00 in. x 21 in. 
Dunlop Sports 
4.60 in. x 18 in. 
Dunlop Sports 
5.5 in. x 1.0 in: 
rear 5.5 in, x 1.0 in. 

Brake swept area 34.54 sq. in. 
Specific brake loading .. . 10.60 Ib/sq. 
in., at test weight 

Engine type Two-stroke single 
Bore and stroke... 2.83 in. x 2.36 in., 
72mm x 60mm 

Piston displacement 15 cu. in., 244cc 
Compression ratio 12.051 
Carburetion (1) 32mm Amal Monobloc 
Air filtration Pleated paper 


Price, suggested retail 


Tire, front 


Brake, front 


Ignition 
Bhp © rpm 
Mph/100 rpm, top gear 
Fuel capacity 
Oil capacity 
Gear ratios, overall j 

(2) 15.36 (3) 10.31 (4) 9.89 (5) None 
Wheelbase 55 in. 
Seat height 30 in., with rider 
Ground clearance ..8.5 in., with rider 
Curb weight 

with %-tank of gas 

Test weight 368 Ibs., with rider 
Instruments None 
GEGONM Gl ah ware nee ed 5.85 seconds 
Standing start 4 mile ..16.23 seconds 
73.34 mph 


Top speed 
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Are you a natural for 
Computer Programming 
and dont know it? 


SEND FOR THIS FREE 
INFORMATIVE BOOKLET 
AND SAMPLE LESSON 


Why don't you prepare for a career in program- 
ming? For most of the good trainee jobs, a high 
school education, a logical mind and the right 
preparation are all that are required. No ma- 
chines are involved because a programmer does 
not operate machines. He writes the programs 
that tell the computers what to do. 


Instead of worrying about how long your pres- 
ent job is going to last, you can plan for a bigger 
future in the field where the jobs are. Continuing 
expansion in the years ahead may result in more 
openings for computer programmers than there 
will be people to fill them! 

Right now, without leaving your present job, 
you can prepare for a trainee position in com- 
puter programming. A position that may open up 
many opportunities for you—in the exciting world 
of tomorrow. You can study computer program- 
ming with LaSalle at home, in your spare time. 
Experienced LaSalle instructors will teach you by 
mail—correct and grade your lesson assignments. 
You will receive basic instruction in the nature, 
hardware, vocabulary, equipment and techniques 
of computer programming. 

Programmers are to be found in many types of 
business—in manufacturing, banks, department 




















stores, communications, transportation, utilities. 

Trainees begin at good pay, and with the right i LA SALLE EXTENSION UNIVERSITY 

background and experience can rise to fill super- A:Coprespondenceiinsitution 
ae positions zí Gee des P | 417 S. Dearborn Street, Dept. 62-064 Chicago, Illinois 60605 | 
To see if you’re a natural as a programmer, send Yes, I want free booklet “Beginning Your Career : 
for free sample lesson and fascinating booklet | In Computer Programming” and sample lesson. | 
“Beginning Your Career in Computer Program- | Print | 
ming.” In simple, non-technical language this l NAME 252 2s cue 2 LA eee NE Se RNA KA EAU eons ue Age...:.. 
booklet tells you what computer programming is; | Ada 
what the programmer does; and how you can get ROSS): se SŠT Ret HESS SERS Fo Sie Dayan OF 8X solené 8.004 ADE INO ace see ss 
your basic training in your spare time. LaSalle, | Cit | 
417 S. Dearborn Street, Chicago, Illinois 60605. I D EKET oo O O RO OKA ty lan tetas ger A E ne EA E PT a vente Go. 
PSS EE as ene ee cece ocd smd catch ce ZÁVOD l 
MAIL THIS COUPON—NO OBLIGATION >> pose tm T ek E a ery Kemer Te LS J 
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Over 500 motorcycles showed up 
for the world's biggest bike drag event. 

It rained; more than 300 came back 

the next weekend, and, in spite of the 
intensity of the competition, nobody 

turned any super times—except for Larry 
Welch, whose automobile-tired 97 cubic- 
inch Sportster cranked off one magnificent, 


JOHN: KINKER 


wheelied itself right out of the ballpark. 


e We were parked down at the other end of 
the strip when Larry Welch came into view, 
his enormous rear tire making the same kind 
of urp-urp-urp noises that a funny-car 
makes when the brakes are locked on. Larry 
was out of his mind. “It must have been a 
eight (meaning an eight-second run)!” he 
hollered. “Never felt anything like it in my 
life! The damn bike carried the front wheel 
for, Jeez, it must have been 400 feet! Had to 
be an eight!” 

It wasn’t—but it was the closest any of us 
had come, or would come, at any time dur- 
ing the running of the Atco National Cham- 
pionships. 

Larry had been there the week before. His 
own Sportster had broken one of its com- 
pression rings into three pieces, after which 
Larry had replaced the two biggest ones and 
pressed on, to no significant avail. As a mat- 
ter of fact no one had done particularly well 
the week before, the strip being extremely 
slippery and the weather quite cold; but 
mercifully it had rained in the middle of the 
afternoon, and we were all back the next 
Sunday to try again. Welch especially. He 
had been working on a monster motor 
(31'/,,-inch bore, 4%6-inch stroke) all sea- 
son in conjunction with Paul Burkhardt, the 
noted California cylinder-builder; after see- 
ing the top gualifier eke out a mediocre 9.70, 
Welch figured he had The Plan: this great 
mothering engine, complete with 74 cylinder 
heads, his old-style Yetman chassis, one 
gear, and an M&H automobile tire, original- 
ly designed for a Volkswagen, fitted to a cast 
aluminum wheel. 

So Welch's Sportster had plenty of trac- 
tion: did it have enough motor? You bet. His 
very first run, the run he swore had to be an 
eight, produced a 9.33-155 mph, the bike 
teetering on that very fine edge of traction 
right between too much smoke and a wheel- 
stand. No one else was even close. 

The times were so bad, in fact, that a lot 
of competitors thought the clocks were off— 






aS oe 
NOEL WERRETT 
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smokey pass (9.33-155 mph) and subsequently 


until the Draggin’ Daddy, Ron Fringer, 
cranked off a 10.18 in qualifying, a number 
that Fringer seems to be able to produce at 
will on his AA/Gasser Sportster. 

Ah, you're thinking, the real reason the 
times were off is because none of the charg- 
ers were there. Wrong. Everybody, with the 
exception of Joe Smith and Boris Murray, 
showed at the Atco meet—in fact, over 500 
motorcycles were in competition the first 
weekend, 300 of which returned. Leo was 
there, working with a frame that had been 
built by Boris and which showed every will- 
ingness to do poor Leo in. Routt was on the 
scene with his 102-inch Triumph fuel double 
and his 110-inch gas double (that’s 55 inches 
per engine, in case you hadn’t noticed), both 
of which, when it got down to the short 
grunts, would let him down. Also in attend- 
ance: Danny Johnson and his 107-inch 
Sportster fueler; Pat Miller’s three-engined 
Yamaha gasser, trying to get the job done on 
one gear, and wishing for its old Triumph 
transmission; the gorgeous needle-nosed gas- 
ser of Gruszka and Fischer; Sunset Motors’ 
single-engined Norton and double-engined 
Norton, both fuel-injected; Marv Jorgen- 
son’s supercharged Sportster gasser; and the 
heavyweight of the meet, a double-engined 
BSA fuel 750 three, whose crew had brought 
it all the way from Oklahoma only to find 
that the bike had too much power for its 
clutch. 

What happened? Ron Fringer put togeth- 
er a long string of good tens before losing to 
Routt’s gasser; Routt himself suffered some 
fuel line problems at the start and was done 
in by Gruszka and Fischer in the final round 
of Top Gas. 

In Top Fuel, Ray Belucci, aboard a super- 
sanitary 48-inch Triumph, whipped last 
year’s winner, Guy Leaming, hung on when 
Eddie Knight red-lighted (Belucci himself 
crossed the center line, but in drag racing, 
whoever loses first loses), and beat the awe- 
some Yellow Peril of Danny Johnson. 
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It looks like the competition 


the smaller displacement (77"- 

80”) Sportsters in Top Fuel; 
double-engined Triumphs, BSAs, and 
Nortons are simply going too fast. 
Welch and Danny Johnson may have 
the only answer: around 100 inches, 
huge jolts of nitromethane, and the 
occasional use of earplugs. 


PHOTOGRAPHY: JOHN KINKER AND NOEL WERRETT 
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has finally gotten too intense for 


Down at the other end of the pairing 
scale, T.C. Christenson was having things 
pretty much his own way. His first run was 
against Larry Welch’s Sportster; he simply 
watched as Welch stood the bike straight up 
in the air, and then beatled off down the 
strip. Welch only ran about five feet, coming 
down out of the air in such a way as to 
grievously discourage himself. 

And then T.C. had to run Routt’s double. 
Both machines backed onto their rollers. 
The Norton fired first and moved towards 
the line. Then Routt’s bike fired and you 
couldn’t even hear the Norton. It’s an in- 
credible bike, and the noise that it makes 
causes the scenery to shake and the ground 
to tremble. Welch made one of his typical 
smoky burnouts up to the line (engines 
cranking about 9500 rpm, cascades, water- 
falls of smoke rolling off behind him). Chris- 
tenson was staged. Welch was staged. But 
Welch wasn’t going anywhere—the needle 
in the right front float bowl had shattered 
and nitro poured out onto the strip. Welch 
didn’t want to shut off—he thought the float 
was simply stuck. He kneed it a couple of 
times, which didn’t help, and then the front 
engine made one of those dangerous-sound- 
ing cracks and Larry was finally persuaded 
to turn it off. Christenson singled, and all 
that remained was the single-engined Tri- 
umph of Ray Belucci. Belucci fouled (he 






























didn’t really have an alternative) and T.C. 
stroked the big double through at 9.60, 
which was the bike’s only decent run. 

Christenson and Sunset Motors did it 
again in Junior Fuel, laying back cool while 
the single-engined fueler of Sonny Routt got 
off to a tremendous start and then running 
him down from behind—something that 
happens to Routt very seldom. 

In spite of the slow times, though, the 
meet has to be classified a success. Over 
$5,000 was handed out, there were plenty of 
spectators, and more than enough motorcy- 
cles. In fact there were so many bikes on 
hand that the people who run Atco and the 
AMDRA have decided to make the 1971 
Championship a two-day affair. Which two 
days? How does the Labor Day Weekend 
grab you? Since little has been forthcoming 
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band have decided to go ahead and battle 
the bigger organization by holding their 
meet on the same weekend as the NHRA 
Nationals. If you dig bikes, you'll hang in 
there with the AMDRA. 

M&H Tire Developments: Marvin Richfin 
was on hand at Atco, learning about motor- 
cycle drag racing, handing tires around, get- 
ting his feet wet. He has already produced 
five different compounds for motorcycles 
(four more than Avon has delivered over the 
past 10 years), the most successful of which 
seems to be compound “U.” Joe Smith made 
an off-the-trailer blast of 9.56 with an Avon, 
changed to a M&H, and subsequently went 
9.14 and 9.18, having trouble getting the 
rear tire to break loose. Friends, the M&H 
works. As soon as motorcycle development 


i's supercharged CH broke blower belt — 
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from the NHRA, Roy Strawn and his merry 





(specifically in the area of slider clutches) 
catches up with M&H, I firmly believe that 
we will see many, many bikes in the eight- 
second bracket. 

The new tire, by the way, will retail for 
around $30-$35—quite an improvement on 
the $60 or so we used to shell out. 

And I would like to take this opportunity to 
apologize to you. I promised in my last 
column that I was going to do some tire test- 
ing. Unfortunately, in an effort to qualify a 
little better at the Atco meet, my only en- 
gine ate one of its pistons, so it’Il be a while 
before we’re able to do a head-to-head 
comparison between the Avon and the 
M&H. But take my word for it—Marvin’s 
new tire will get the job done. Ask T.C. 
Christenson—he had one on the back of his 
Norton double. —Cook Neilson 





















One of the meet’s biggest 
surprises was Ray Belucci, 
who made it all the way to 
the final round of Top Fuel 
before his single-engined, 
48” Triumph was eliminated. 
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The first motorcycle 
races ever at 
Madison Square 
Garden. 

The Yamaha 

Silver Cup. 











This is it...the big one. January 25. 8pm. AMA sanctioned. $12,000 purse. Top U.S. professional riders. 15 events. Then. The 
Yamaha Silver Cup. For tickets call Madison Square Garden: 212-564-4400. Or call Ticketron: 212-644-4400. Special group rates. 
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CYCLE ROAD TEST 


OSSA 250cc 


he Pioneer is street-legal, and it will run 

along at about 80 mph when you wind 
it up, but it was built for the rider whose 
eyeballs get all glinty at the particular 
thought of bashing around in the boonies. 
John Taylor of Yankee Motor (U.S. distrib- 
utor of OSSA) makes it plain: “When we 
and the factory have to decide between a fea- 
ture for street riding or a feature for off-road 
riding, we always go for the off-road fea- 
ture.” It’s not hard to believe; Taylor spends 
one day a week bombing along washed-out 
fire trails, and he carts his own Pioneer to 
and from those trails in the back of an El 
Camino. 

More specifically, the Pioneer is built for 
the off-road rider who uses the European 
style (now common in this country) of 
standing on the pegs while crossing difficult 
terrain. The rider who insists on staying in 
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Pioneer 


Legendary torque and good 


handling; an enduro bike for the hard- 


charging stand-up woods rider. 


the saddle, no matter what, may find that 
one of the other first-class 250cc enduro 
bikes will better suit his riding style. 

The Pioneer was designed—and has been 
refined—to fill the needs of the expert (Class 
A) enduro rider in this country. But the fea- 
tures that make it a good enduro bike also 
make it an excellent beginner’s bike. The 
machine is reasonably light, at 235 pounds, 
and it will get the beginner out of trouble 
that he didn’t know he was getting into. For 
example, our publisher has been riding on 
the street for 10 years, but he only began 
riding off-road a couple of months ago. He 
entered our test bike in an enduro to find out 
what would happen; it was one of those nas- 
ty 15-mph-average jobbies—one long ob- 
served-trials section. The Pioneer would get 
him up slippery inclines that were putting 


far more experienced riders, on lesser 





mounts, right out of the action. He tooled 
through water crossings that were drowning 
the competition. He found that he could 
keep the bike aimed where he wanted it to 
go, except on one occasion which he attrib- 
uted to pilot error. He rolled on some throt- 
tle when he was reaching for the brake, and 
he put the Pioneer down hard on some 
rocks. He scratched the paint on the front 
fender and bent the shift lever, but the en- 
gine didn’t stall. He shuddered to think 
what the result would have been if he had 
been riding a trail bike instead of an enduro 
machine. The Pioneer lacks such refine- 
ments as an electric starter (which it doesn’t 
need), and an oil-injection system (which it 
does). But for many riders—beginners and 
experts alike—the fact that you can stay 
aboard the Pioneer while charging through 


the woods more than justifies the nuisance 
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Most Pioneers are reliable, but 
our early-production test bike had 
a tight piston and front forks 

that needed to be reworked. 





of mixing the gasoline and oil before- 
hand. 

Each year, the Pioneer gets a whole bunch 
of design changes. For 1971, the list reads: 
five-speed gearbox; different glasswork; im- 
provements in the IRZ carburetor; im- 
proved SCR ignition system; nylon bushings 
in the swingarm pivots; repositioned heavy- 
duty footpegs; new one-piece rear hub with 
larger-diameter sprocket bolts; higher 35- 
inch-wide crossbraced handlebars; ISDT- 
type wheel axles; finer-mesh air-cleaner ele- 
ment; exhaust-pipe mounted on the right 
side of the motorcycle; and Betor front forks 
and rear shocks. 

We went up to Schenectady and collected 
one of the first 1971 production Pioneers 
early in November. The machines had ar- 
rived only a few days before we got there, 
and as yet nobody knew much about them; 
ours came out of a crate. 

From the side, the Pioneer looks clean 
and businesslike. The orange glasswork, 
with black trim, has changed considerably 
from the original design, which looked like a 
boxed-off copy of the early Rickman fiber- 
glass. The three-gallon gas tank starts off fat, 
but it narrows down toward the rear so as 
not to get in the way of your knees. The 
engine is very simple, with polished outer 
cases and black cylinder and head. The front 
end is all of a piece, with no distractions: 
Ceriani-style Betor forks; forged-alloy fork 
crown and bottom clamp; cast alloy head- 
light mounts that look as if they were de- 
signed for the bike; chromed speedo mount; 
and chromed headlight. Everything seems to 
fit together—no crudities or garishness to 
distract the eye. 

When parked on hard dirt, the bike bal- 
ances rather precariously on its high side- 
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stand; in loose dirt, the stand sinks down 
enough to support the machine more solidly. 

To fire up the engine, you plug in the igni- 
tion key and turn it. Then you figure out the 
two fuel taps: the center position (“C”) is 
“off”; “A” means “on”; and reserve is “R.” 
There is no choke; you tickle the carb until 
it weeps. Then you swing out the kick-start- 
er lever and give it a couple of raps, and 
you're in business. With the improved igni- 
tion system, the bike isn’t at all choosey 
about the heat-range of its sparkplug. You 
can fire it up with a B-88 or a B9E without 
worrying about fouling. 

The gearshift lever lives on the left side 
(but the selector shaft now sticks out of the 
right side of the engine, too, and if you’re a 
shift-on-the-right fanatic and want to build 
your own linkage, you now have a fighting 
chance at it). Punch the lever down for low, 
ease out the clutch which has a light pull 
and is not grabby, and you get under way 
smoothly. Alternative: dump the clutch, 
grab some throttle, and. . . instant wheelie. 

Most Pioneer owners will agree that the 
most impressive feature of the bike is the 
awesome torque generated by the engine at 
low and midrange rpm. How does the OSSA 
get its energy? While the engine’s parts are 
carefully fitted, the design is one of the sim- 
plest on the market. The use of piston-con- 
trolled port timing is the single biggest fac- 
tor in keeping things uncomplicated. OSSA 
has paid considerable attention to the two 
most critical factors affecting performance 
in a two-stroke: the breathing and the ignition. 

In the mid-60s, the IRZ carburetor com- 
pany came up with an idea for a carb with 
two sets of needles, needle jets, and main 
jets. The OSSA factory latched on to that 
idea: the performance of a two-stroke engine 


depends heavily upon perfection in carbure- 
tion, but there aren’t any perfect production 
carburetors. Carbs are built rather sloppily 
for a number of reasons, the most important 
one being cost. By adding more metering 
systems (the double needle setup), no single 
metering system would be required to cover 
too much of the overall throttle range, and 
each metering system could overlap the one 
that cuts in before it and the one that would 
cut in after it. This would go a long way 
toward eliminating dead spots where the 
mixture became too rich, or starvation 
points which would cause the engine to det- 
onate and overheat. So OSSA designed the 
breathing of the original Pioneer around the 
IRZ double-needle carb. But matching a 
carburetor to a particular type of engine is 
far more art than science. What looks like 
a perfect match on paper never works out 
that way in practice, and the IRZ wonder- 
carb was no exception. What was excep- 
tional was that OSSA and IRZ have been 
whittling away steadily at the mismatches 
between the carb and the carburetion, and 
they are getting very close. The perform- 
ance of the Pioneer engine is a good indica- 
tor of that. Probably the most important 
remaining problem is figuring out a simple 
way of teaching the rider how to tune the 
carb, but no one can think of a practical 
solution to that one. 

The other factor that makes or breaks a 
two-stroke engine’s performance is igni- 
tion: the spark has to be healthy, and it has 
to arrive at precisely the right time. Mo- 
toplat (a Spanish electrical supplier) had 
developed an SCR-(Silicon Controlled 
Rectifier) fired, no-points ignition system. 
The concept looked good because it was so 
simple: very few components. But it wasn’t 
strong enough. Coil wires burned out, 
diodes popped—horrorshow. OSSA 
thought long and hard about junking the 
system and going back to contact-breaker 
points. But the problem with a points-type 
ignition is that as soon as you have finished 
timing it, it starts to get out of time again, 
and you lose the edge that is so important 
in a two-stroke engine. And the Pioneer 
engines in which the Motoplat ignition 
wasn’t crapping out were staying on the 
sharp edge of performance. So OSSA and 
Motoplat attacked defect after defect in the 
SCR system. They used thicker wire and 
better insulation—finally they potted all of 
the stator coils. They went to larger diodes 
and moved them away from the heat of the 
magneto compartment. They have been 

Continued on page 82 
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Betor forks in a forged-alloy set of triple clamps. 





The new flexible-fiberglass front fender. 


OSSA 250cc PIONEER 


Price, suggested retail 


. . East Coast, 
POE $925 
3.00 in. x 21 in. 
4.00 in. x 18 in. 
Brake, front..." 6.2 in. x 1.6 in. 
6.2. in. x 1.6 in: 

Brake swept area 62.4 sq. in. 
Specific brake loading .. 6.1 Ib/sq. 
in., at test weight 
Piston port 
two-stroke single 
saa 2.88 IMs XX 2:38 
in., 72mm x 60mm 
Piston displacement ....15 cu.in., 
244cc 


Tire, front 


Engine type 


Bore and stroke 


Compression ratio 
Carburetion 
Air filtration 


(1) 29mm IRZ 
Nylon mesh 


Wheelbase 
Seat height 
Ground clearance 


Curb weight 


Ignition Motoplat Electronic 
Bhp @ rpm 21 @ 6500 rpm 
Mph/1000 rpm, top gear .... 10.3 
Fuel capacity 

Oil capacity 
Lighting 

Battery 

Gear ratios, overall 


6v, 78 watts 

6v, 6%ah 

(1) 2635 

(2) 18.0 (3) 13.4 
(4) 10.0 (5) 7.5 


31 in., with rider 

. 9% in., 

with rider 

243 Ibs., 

with %-tank of gas 


Test weight . ...378 Ibs., with rider 


Instruments Speedometer 








iser men than I (and they are le- 
W gion in number) have observed 

that acquiring the Tuner’s Art is 
not so much a process of learning things one 
should do as it is becoming acquainted, first- 
hand, with that which must be avoided. 
Please note that I said, ‘‘first-hand.” A 
world of meaning is packed into those two 
words: what they mean is that you young 
tuners, like all who have gone before, will 
find new ways of making the mistakes of the 
past. This is inevitable, for it is in the nature 
of tuners always to experiment, always to try 
something new. And tuners will force brave- 
ly into the unknown no matter how exten- 
sive, or limited, their knowledge. They are, 
in every way, spiritual heirs of the medieval 
necromancers, who also felt compelled to 
meddle in matters beyond their knowl- 
edge—or comprehension. The only signifi- 
cant difference between the older, wiser tun- 
er and his brash young counterpart is that 
the former relies on conservative, workable 
creations to win races and builds farout toys 
for entertainment in his spare time; a young 
tuner bets everything on the radical ap- 
proach, and loses. 

Be it known now to all men present that 
these sage observations come to you from 
one who has grown old without becoming 
appreciably wiser. Years given to the tuners’ 
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trade have provided me ample opportunity 
to learn, but still I somehow get carried into 
excess by the enthusiasms of the moment. 
Occasionally lucidity will seize me while dis- 
cussing someone else’s problem, and I then 
counsel caution and the conservative ap- 
proach, and sometimes even offer workable, 
specific advice. But when I get cranked up 
to do for myself, I invariably fall into the 
syndrome described by Euripides a couple of 
thousand years ago when he wrote, “I know 
the evil of that I purpose, but my inclination 
gets the better of my judgement.” 

Thus has it always been with me, and it is 
only in retrospect—that illuminator of mud- 
dled situations non pariel—that I begin to 
perceive where I did the mischief. Also, in 
the perverse manner of fate, understanding 
never came until after I had abandoned the 
project that caused my perplexity, when it 
was too late to matter. And finally, what 
was learned in the course of past projects 
never seemed to cast any light upon current 
activities. Or if it did, I always contrived to 
suffer a large case of brain-fade at crucial 
moments (here, “crucial” may be taken to 
indicate all periods when I was actually en- 
gaged in working on the motorcycle). 

So, to lend such modest validity as is pos- 
sible to the discourse that follows, which 
might be termed ‘‘Gratuitous Advice To 





His motorcycle days are 
past now, ended with a thud, 
a crunch, and a snap at the 
Indianapolis National Roadrace. 
What remains? A lucid, 
focused understanding 
of where, when, and how his 
inclinations led him to 


The Young Tuner,” I must stress that every- 
thing said here has to do with projects of 
years past, with no reference to anything I 
have going at the moment or have planned 
for the future. By taking that approach, I 
will spare infecting you with the unwarrant- 
ed assumptions I always seem to make re- 
garding my current projects, and perhaps 
salvage something useful from the wreckage 
of an eventful if not overly glorious past. 
You will also be spared the grappling and 
fumbling of my very early years, as no one 
could learn anything from that calamitous 
time and besides, this deletion will spare me 
at least some embarrassment. 

We can begin with the instance several 
years past when the late Henry Koepke, who 
shared with me the preposterous notion that 
I knew something about two-stroke engines, 
lent me one of his “roadracing” Cotton mo- 
torcycles. The Cotton was, in fact, a scram- 
bler outfitted with a pavement-racing tank, 
seat and fairing, but in the manner of so 
many others I figured what-the-hell-it’s-a- 
ride and I did desperately want to go road 
racing. Actually, I then had only a pale and 
flavorless understanding of true despera- 
tion—but was about to arrive at a full appre- 
ciation of it—and how I reacted to it. 

Old Timers may recall that the Cotton 
was “powered” (in the loosest sense of that 


disaster-time after time. 


By Gordon Jennings 
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much-abused word) with the then-new Villi- 
ers “Starmaker” engine. They may also re- 
call that any “star” qualities the engine may 
have had, in its early form, existed only in 
the minds of the advertising men at Villiers. 
It was a stone, and by the time I got my 
Cotton, everyone who knew anything was 
well aware of that fact. Henry Koepke, rest 
his soul, knew it himself—which was the 
reason he gave me the thing in the first 
place. My job, which came with this darkest 
of gift horses, was to inject some of the stel- 
lar spirit in that listless 250cc single, and I 
went at it filled with supreme confidence 
and near-total ignorance. 

Among the things I didn’t know about the 
Starmaker (which was, by the way, later im- 
proved beyond recognition) was that it had 
been designed as a trials and touring plonk- 
er, and that the designer had departed Villi- 
ers in a huff after the sales department con- 
cluded that the engine would sell in greater 
numbers if advertised as being suitable for 
everything from cranking the spin-drier on 
mylady’s washing-machine to propelling a 
road-racing motorcycle. Unhappily, saying a 
thing doesn’t make it so, and while the Star- 
maker engine was indeed quite a nice plonk- 
er, it had neither the power nor the stamina 
for any sort of racing. 

Blissfully unaware of all this, I went 
through hours of slide-rule work with a lot 
of mystical jiggery-pokery into the mathe- 
matics of piston dynamics and ring loadings 
and such, and concluded that a modern, 
short-stroke unit like the Starmaker should 
tolerate at least 9000 rpm. And I promptly 
set about altering the intake/transfer/ex- 
haust timings to suit the revs. The pieces de 
resistance to all this were: a 38mm Dell’Orto 
carburetor; and an expansion-chamber ex- 
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Understanding never came 
until after I had abandoned the project 
that caused my perplexity. 
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haust system that was an improvement over 
the original, but only by the slightest of mar- 
gins owing to my abundant ignorance of ex- 
pansion chamber design. In fairness, it must 
be said that there would have been no im- 
provement at all had not the gentlemen at 
Cotton been even more ignorant than I— 
which seems impossible in retrospect but 
such was, alas, the case. 

After the customary bothers with juggling 
mainjet sizes and slide cutaways and needle/ 
needlejet combinations and spark plug heat 
ranges (which I then regarded as mere tri- 
fling detail, and inconsequential as com- 
pared to the really important work of hack- 
ing great, dirty chunks out of the ports) I 
did manage to make the Starmaker engine 
develop about 30 bhp. That was about five 
bhp down on the Yamahas and two bhp up 
on the Greeves Silverstones (the latter being 
known as ‘‘Gravestones,”’ an allusion to 
their handling peculiarities, by those who 
rode them). But five-down or two-up is all 
the same when you can’t do more than a 
couple of flat-out laps without losing the en- 
gine. Despite resorting to very rich mixtures 
and a high percentage of oil in the fuel/oil 
mix (12:1), there were seizures. Cutting a 
clearance band down to the second ring 
stopped the piston seizing, but nothing 
stopped the connecting rod’s big-end bearing 
from doing its thing—which was to melt its 
cage and braze the rod solidly to the crank- 
pin, which reduced engine speed sharply. 

There you have all the elements for lesson 
one: do not be misled by such scanty infor- 
mation about a new engine as is likely to be 
found in an advertising brochure—and take 
special warning if the new engine is British- 
made, and described in glowing terms in the 
British motorcycling press. In fact, you can 






do yourself a favor by avoiding new engines 
like the plague. They may be entirely satis- 
factory in the touring uses for which they 
were designed and developed, but they will 
have shortcomings for racing. Let others do 
the racing development work: the factory in- 
volved if it works out that way; other indi- 
vidual tuners if the factory doesn’t get in- 
volved. Either way, vast numbers of hours 
and dollars will be invested before there are 
any returns; it will be better for you if the 
investment is not yours. 

After a number of highly unsatisfactory 
adventures with the Starmaker engine, it 
was banished from the Cotton frame and a 
Honda CB77 engine installed in its stead. 
This engine had been equipped with one of 
Webco’s excellent piston-and-cylinder kits 
to bring its displacement up to a full 350cc, 
and it had the sine qua non racing hardware 
for Honda engines in an H&C cam and 
S&W valve springs. Good stuff, all of it, and 
had I possessed the sense to stop there, the 
Honda-Cotton combination would have 
been rather effective, I think. No one will 
ever know, because I milled the standard 
ports right out of the cylinder-head and 
welded in a pair of aluminum pipes, which 
gave the air a straight-in shot at the intake 
valves, provided a mounting for a pair of 


In the manner of so 
many others I figured, what-the- 
hell-it’s-a-ride. 
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30mm carburetors—and fouled up the 
whole engine beyond hope of recovery. Oh 
yes indeed, it was unusual, and the work- 
manship was wonderous to behold, but it 
didn’t work worth a tinker’s whatsit. Hon- 
da’s engineers knew a lot more about port 
design than I did—or, for that matter, do. 

It is worth mentioning here that the 
quickest Honda CB77 in those parts (South- 
ern California) was a scabby, Webco-kitted 
Super Hawk belonging to Tony Murphy. 
And I am now sure that Tony’s CB77 was 
fastest because it was nearer to being stock 
than any of the others, and because Tony 
spent his time working out mixture and 
spark settings instead of ruining Soichiro 
Honda’s ports. I scorned such mundane ac- 
tivities, and in consequence the Murphy 
Honda was quick enough to do fearful 
things to a 350 Norton Manx while my own 
had its work cut out for it keeping pace with 
a well-tuned Honda stocker. 

That’s lesson number two: don’t just start 
hacking away at those ports or anything else 
unless you are quite sure that what you are 
doing is going to be an improvement. And I 
might add that only rarely will major 
changes be an improvement. 

One opportunity to work improvement 
through major change came to me in a Du- 
cati 250 I converted into a road-racing bike. 
The rest of the conversion job was a straight- 
forward matter of taking off everything that 
did not apply to racing (lights and kick- 
stand) and adding racing brakes, seat, tank 
and fairing, but I had to do drastic things to 
the intake port. The Ducati head is die-cast, 
and in the process of arranging things for 
that casting process the intake port got the 
short, dirty end of the stick. So I once again 
resorted to big cuts and heliarc fills, but this 
time only after a lot of study and consulta- 
tion with those who did know a thing or two 
about air flow. 

The only other radical change was to cap 
the intake port with a big (1°/ inch) Amal 
GP carburetor, which everyone considered 
at the time to be far too large for a 250cc 
four-stroke cylinder. Also puzzling, to most, 
was the way I arranged for that big hole at 
the carburetor to taper down to a 1%% in. 
diameter at the port. The reason was that I 
had learned, from the work of Weslake and 
others, that high air velocities in the port, 
just upstream from the intake valve head, 
provide an inertia-ram effect that tends to 
super-charge the cylinder during the period 
immediately after the piston reaches BDC 
and before the intake valve closes. I settled 
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on a mean air velocity of 380 feet/second 
(calculated) at the anticipated power peak, 
which borders on being too high for maxi- 
mum horsepower but which does give a 
good spread of power (I had to rely on the 
Ducati’s stock five-speed transmission, as a 
close-ratio alternative was not available). 
The reason for not using a carburetor the 
same size as the port was simply that the 
port, being very smooth, could tolerate a 380 
ft/sec air velocity without developing much 
flow resistance; the carburetor, with its 
spray nozzle and the broken surfaces around 
the slide, needed more diameter to avoid re- 
striction at the intake valve. 

In all other ways, that Ducati was very 
close to being stock. It did have a special 
cam and a megaphone—but both of these 
items were parts developed by the Ducati 
factory for racing. I even used the standard 
Ducati hairpin valve springs, planning to 
change them frequently. The valve sizes 
themselves were changed, with the stock in- 
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let valve being used on the exhaust side to 
give more flow area there (a move possible 
in this instance because Ducati, unlike most, 
used the same material in their intake and 
exhaust valves) and a slightly reworked 
Matchless intake valve gave me a bigger hole 
on the inlet side. 

The only problem of any importance en- 
countered with this engine was a crack that 
developed around the intake valve guide. To 
get a good port shape, I had raised the roof 
of the port considerably and in so doing left 
too little aluminum supporting the intake 
guide. It promptly worked loose, and a great 
gob of heliarc had to be added up in the 
valve-gear cavity, above the spring, to lend 
support. After that had been done, there was 
no further. trouble and the Ducati 250 proj- 
ect was an unqualified success. 

But it was not successful while still in my 
hands. In truth, I had not been wildly opti- 
mistic about its eventual performance from 
the beginning. My first love was a Yamaha 
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My job was to inject some 
spirit into that listless 250cc single, and I went at 
it filled with near-total ignorance. 
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250 TD-1, upon which I learned to ride well 
enough to collect a number of plastic tro- 
phies and the odd dribble of prize-money. I 
also became convinced that the individual 
(as opposed to a factory-supported team) 
will get to do a lot more riding and have a 
lot more fun if he gets himself a “produc- 
tion” racing motorcycle, learns how to 
maintain it properly (which is an art in it- 
self), and reserves most of his energies for 
action on the track. You cannot be a tuner, 
beset by problems of complex and mysteri- 
ous nature, and be effective as a rider, all at 
the same time. 

All of these things were in my mind as I 
fashioned the racing Ducati, which was 
done because there were a lot of people 
around trying to race Ducatis against Yam- 
ahas and I hoped to show them a better way. 
Still, I was sure in my own mind that the 
best of Ducati 250s, however cunningly gus- 
sied-up for racing, wasn’t going to make 
much of a dent on the good production rac- 
ers. So very sure was I of that, that I had 
already ordered. the then-new short-stroke 
CRTT Sprint to replace my rather tatty 
Yamaha. Sure enough about it all to cast the 
Ducati aside after the single outing during 
which the inlet guide had worked loose. 

This last proved a bad move. The lad who 
acquired the Ducati fixed the loose guide, 
and a couple of other minor problems it had, 
and showed up with it at the same race 
where I unveiled the lovely new Sprint. It’s 
all history, now, but at the time the short- 
stroke Sprint didn’t give away much toa 
Yamaha TD-IB in sheer speed, and definite- 
ly had it by the short safety-wires in the 
braking and handling department. I learned 
that, that day, to my delight and relief. But I 
learned another thing that still stirs my bile: 


it was not long after practice began, and I"% 


was boiling up the front straight on the 
Sprint, hanging draft behind a couple of 
Yamahas and planning to zap them when 
they braked for the first turn. Glancing at 
the tach, I noted with satisfaction that it was 
showing the same revs that I would have 
been seeing with my Yamaha at the same 
- point, and I was pulling the same gearing. 
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I did learn a couple 


of things, one of which was that it’s 


easy to make a magneto. 


And then a shadow fell across the tach, and 
over my life, for I looked to the side and 
there was that confounded home-grown Du- 
cati gliding past. It just couldn’t be, but it 
was, and as I watched, mouth hanging open, 
the Ducati went blaring away from my 
Spring and right on past the pair of Yam- 
ahas—whose riders must have been as 
aghast as I at this development. 

I am still aghast. By dumping that Ducati, 
I deprived myself of the unheard-of pleasure 
of having a four-stroke single that would 
out-horsepower the Yamahas. In this con- 
nection, I have been telling myself that I 
could fashion a racing 350 Desmo Ducati 
(taking advantage of the AMA’s rules 
change) that would be competitive with the 
250 Yamaha TD-2, but that is probably only 
another Jenningsesgue dream. 

Anyway, there I was, having let the Duca- 
ti slide through my well-buttered fingers, 
faced with trying to keep the Sprint competi- 
tive with Yamahas that seemed to get faster 
by the week. It was more than I could man- 
age, though I gave it a mighty try. And there 
is no need to bore you with all the details of 
the trying: much of what I did would apply 
only to a Sprint, and there are few people 
trying to race 250 CRTTs against the Yam- 
ahas these days. However, I did learn a cou- 
ple of things that may be of general interest. 

First, I learned that it isn't very difficult 
to make a magneto. The Sprint had a Bendix 
mag tucked away under a cover on the right 
side of the.engine, and the heat there was too 
much for the insulation inside the magneto 
coil. The insulation, when hot, would fail 


under the electrical pressures involved, and 
develop an internal short that had its exter- 
nal manifestation in an engine misfire. A 
couple of such failures, the most exasperat- 
ing occurring at Greenwood, Iowa after a 
very long drive to ride what proved a very 
short race, convinced me that something be- 
yond replacement of the failed part was nec- 
essary. And if heat was ruining the coil, the 
answer (at least in part) had to be moving 
the coil to a cooler spot. Only, of course, you 
don’t just go moving magneto coils around, 
as they have to be tickled by a magnetic field 
or they don’t deliver any spark. 

My solution was to change over to what is 
termed an “E.T.” magneto, in which the 
electrical circuit is the same as in the tradi- 
tional type magneto, but has a remote coil 
energized by low-tension windings at the ro- 
tor. So I obtained a Stefa high-tension coil 
and condenser, and fixed those on the 
Sprint’s frame, above the engine, and made a 
generating coil to go inside the now denuded 
magneto. This last was accomplished by cut- 
ting the windings away from an old Bendix 
magneto coil to get a suitable laminated 
core, and then laying on numerous turns of 
coated copper wire. As this coil would only 
be subjected to relatively low voltage, I had 
no fear that it would ever decide to develop 
a short, and it never did. 

Because I had learned that a flexing in the 
rather flimsy Bendix points caused a high- 
speed ignition wander, I also switched to a 
set of points from a McCulloch chain-saw 
engine (those things turn 10,000 rpm). This 
required some alterations to the points plate, 








Next came a project 
that didn’t teach me much: 


designed and Branch built. 
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the midget H-D KR that I 





but was worth it as I was subesguently able 
to get better performance with a couple of 
degrees less spark lead. And starting was 
very easy with my cobbled-together E.T. 
magneto, which is more than could always 
be said for the Bendix unit. 

On the way to getting extra power from 
the Sprint, I elected to change from the 
stock 30mm carburetor to one having a 
35mm throat. And while I was about it, I 
discarded the H-D carb mounting, which 
was a couple of tubular stubs, a filthy bit of 
rubber hose, and a couple of hose-clamps. 
As it happened, I found that a Honda 450 
carb mounting, a molded sleeve-and-flange, 
would adapt to the Sprint very easily. A cou- 
ple of holes drilled and tapped in the head, a 
short tube machined to join the sleeve with 
the Dell’Orto carburetor, and the job was 
done. Almost. 

You may already know, and if you don’t 
I'll tell you, that the short-stroke Sprint did 
not want to run cleanly at low revs. Indeed, 
if you let it get down below about 8000 rpm 
and tried to apply full throttle it would pop 
and bang something shocking. With my big 
carburetor, it wasn’t like that. No indeed! 
With the 35mm carb, it fell off the pipe with 
a clang at about 8700 rpm, and was almost 
impossible to keep running cleanly in some 
corners at every track. Worse, it was exceed- 
ingly touchy about mainjets, and one that 
gave it good power at 10,000 rpm was off- 
the-mark at nine thou. What to do? I had 
heard a funny story at Daytona about how 
Bart Markel’s Sprint was a real stone but 
took it into its head to go like a bullet for 
one lap during practice just before its carbu- 
retor fell off. That bit of information 
churned around in my head for months, and 
then converted itself into a hunch that the 
basic Sprint carburetion problem was one re- 
lated to vibration. It made sense, considering 
the mostly horizontal components in a 
Sprint’s vibrations and the position of the 
carburetor and its intake bell. 

Not having any means of making mount- 
ing sleeves of varying hardness, and not be- 
ing entirely sure that I had isolated the prob- 
lem in any case, I elected to change the natu- 
ral frequency of the carburetor and its 
mounting by adding weight. This was done 
by wrapping a pound of lead wire around 
the carburetor bell, and I planned to make 
adjustments by clipping off or adding more 
lead. 

In fact, I neither added nor clipped, be- 
cause it worked near-perfectly just as it was. 
No doubt that wad of what appeared to be 
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taught me that what is 


built in haste will be repented at length; 


solder looked strange to everyone, but it did 
the job. That Sprint, which had been so very 
fussy before, was absolutely clean from 6500 
rpm right on up. And it was clean, albeit 
naturally sluggish (a result of the extreme 
valve timing) right from idle to 6000 rpm. 
To keep it from stuttering between 6000 and 
6500, it was necessary to roll back on the 
throttle a tad, but this was no drawback be- 
cause there was no reason ever to let the revs 
fall that far during a race. 

There have been other times, since, when 
that lead-weight trick has worked for me 
and other others—particularly at Daytona. 
On one occasion, a few turns of lead wire 
around a float bowl cured an ailing Triumph 
after changes in cams, carburetors, pipes— 
and even replacing the entire cylinderhead— 
had failed to stop a high-speed surging. Cu- 
riously enough, the people who tried it (and 
they tried it only because they were abso- 
lutely desperate and out of anything else to 
try) and found themselves with, suddenly, 
the fastest Triumph at Daytona, refused to 
believe that it was the weight added to the 
float bowl that did the trick. They weren’t 
going to take it off, but they were sure it 
must have been something else and I have 
seen the same people back at Daytona since 
with the same problem. I could have been 
generous and reminded them of the lead 
wire—but I’m not generous and I didn’t. 

Another curious thing was, that I allowed 
myself to be seduced by the promise of a 


a valuable lesson, and pricey. 


newer and faster Sprint, with all manner of 
newly-developed whiz-bang goodies, and I 
sold the first CRTT to Rod Pink just before 
Daytona. The new Sprint was delivered to 
me at the Tri-Oval in a crate—and that’s 
where I should have left it, because it was a 
super slug. Slower than the first Sprint when 
I first acquired it, and vastly slower than the 
first one after a year of work. Rod Pink, on 
my old Sprint, was blowing past the H-D 
team bikes, and doing ditto to all but the 
very good Yamahas around the oval, and 
you don’t do that kind of thing. Seeing that, 
I went over to his pit and tried to talk him 
into swapping his scruffy year-old clunk for 
my nice, shiny new one, but he wasn’t hav- 
ing any. Pink isn’t stupid. 

Next came a project that didn’t teach me 
much, but confirmed a lot of things I sus- 
pected. This one was the midget Harley-Da- 
vidson KR that I designed and Jerry Branch 
built. I had arrived at the notion that the 
KR, as built by Harley-Davidson, was far 
too large and I knew for a fact that its han- 
dling was lousy—having spent some time 
riding among them and even on one. Jerry 
had a KR engine in which the rods and cyl- 
inders had been shortened a full inch, and it 
did look conspicuously smaller than a stan- 
dard KR engine, so I drew up a backbone 
frame—rather like the one for a Sprint—and 
Branch built the motorcycle with the Wix- 
om Brothers supplying a special tank and, 

(continued on page 74) 
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cantly heavier than a racing counterpart 
would be, it also makes the brake economi- 
cally feasible. Better to have that powerful 
brake a little bit heavy than not have it. 

Resting on top of the forks is the most 
powerful headlight we've ever seen on a 
motorcycle. Listed as 40/45 watts low/ 
high beam rating, the unit is made by the 
Italian CEV firm. For a long time we 
thought that there was some sort of genetic 
fault that prevented Italians from making 
good lights. Probably, closer to the truth, 
no one ever wanted to pay the price. On 
low beam, the focus is amazingly precise; it 
cuts the darkness with a broad flood of 
light which reaches out about 30 feet. 
While there is no road-level glare to bother 
oncoming traffic on low beam, there is a 
group of small rays that shine up at about 
60 degrees to illuminate overhead signs. 
On high beam the light generates a kind of 
death ray. You can see the finish line from 
the start on an unlighted dragstrip. The 
only time you need the high beam is when 
you are alone on a deserted road, and real- 
ly need to see that cow or deer. 

The headlight assembly and instruments 
are mounted to the fork brackets with rub- 
ber doughnuts that have studs vulcanized 
to each end. The arrangement is quite flex- 
ible and the components move a lot when 
the bike encounters bumps. We found no 
problem with instrument visibility or road 
illumination due to the bobbling. The 
mounts did contribute to one of the minor 
flaws in the bike. Several items tend to lose 
their protective finish and rust quickly. 
The stud ends on the rubber mounts are 
real eyesores in this respect. While on the 
subject, we might as well bitch about the 
painted spokes. A splash of gunk, and off 
comes the paint; a splash of water to re- 
move the gunk, and on comes the rust. A 
real bummer for a bike of this character, or 
any bike for that matter. 

Instrument lighting is poor. All you can 
read is the Made In Italy sticker in either 
the tach or speedo. 

The absence of any semblance of an air 
cleaner baffled us considerably. A first we 
thought that someone had accidently for- 
gotten them. But a call to the importer, 
Cosmopolitan Motors, in Hatsboro, Penn- 
sylvania, confirmed that none had come 
with the first shipment of machines. They 
were still waiting for a reply from Benelli. 
We fastened a tubular Filtron element 
#1911 to each carb bell and they worked 
fine. Noise level during cruising and accel- 
eration dropped considerably and engine 
life expectancy rose by an easy 60 percent. 

Riding the Tornado around town in stop 
and go traffic brings out one of the two 
major component weaknesses. The throttle 
is very hard to turn. We thought at first 
that simply installing softer carb slide 
springs would remove the unwanted fore- 
arm builder. As things turned out, the 
heavy springs covered up a problem with 
the carbs. The slides in the Dell’Orto carbs 


are square. Apparently it is difficult to cast 
the square hole accurately enough to fit the 
slide properly, for both carbs on our test 
bike had sloppy slides. If the slides were 
left to rattle loose, the Tornado would have 
acted just like any bike with worn-out 
slides: the engine would have run very er- 
ratically at idle. To overcome the loose tol- 
erances, Dell’Orto chose to use heavy 
springs which jam the slide laterally 
against the engine side of the carb body. 
As a result, throttle action is jerky and the 
engine is prone to dying while you wait for 
a light or fish a quarter from your pocket 
at a toll booth. The primary-mounted kick- 
starter, which allows starting without re- 
turning to neutral, is a real temper-saver in 
such instances. 

Out on the highway, the stiff throttle 
joins forces with fat (1'/.-inch diameter) 
grips to induce arm cramps within the first 
50 miles. A friction brake on the throttle 
would lessen the whole problem, but the 
final solution would be to give the Tornado 
just what it deserves: a fine constant-veloc- 
ity carb pair like the one on the Yamaha 
650 or Honda 450. 

Our sole remaining gripe is with the 
hard seat. We firmly approve of the stiff 
suspension that contributes towards the 
Tornado’s superior road holding, but we 
think that the rider need not suffer the 
consequences of good handling in his spine 
and kidneys. The seat’s shape is fine. Re- 
placing the hard, single density, single re- 
siliency sponge with some more carefully 
selected material would give the Benelli 
650 owner the best of all possibilities: good 
handling along with reasonable comfort. 

Maintenance is about on a par with cur- 
rent motorcycle standards in that it takes 
far more time than it should. A few grease 
fittings on cables, pivot bearings, and 
wheel bearings would save the owner a lot 
of time and money. 

All the adjustables are straightforward 
and easy. The ignition timing and genera- 
tor pulley tension can be set by removing 
the left engine cover with a five mm hex 
key from the kit. After the points gap is 
set, the timing can be quickly adjusted 
with an automotive timing light flashed 
against the marks on the generator pulley 
and crankcase. Belt tension is changed by 
removing or adding spacer washers be- 
tween the pulley halves, exactly like on a 
VW. 

The fuel tank can be removed in two 
minutes with a 10mm wrench from the kit. 
With the tank off, the owner can take off 
the rocker box covers and adjust the clear- 
ance. The carefully detailed manual covers 
all the maintenance procedures. 

Extended saddle time only served to re- 
inforce our original liking for the Tornado. 
The more miles it accrued, the smoother 
and more responsive it got. It didn't start 
vibrating or leaking oil or making strange 
noises. With the fixes made to the relative- 
ly insignificant problems we found, Benel- 
ls Tornado would be a perfect 650 touring 
bike. It's already the best we've tested. © 
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not get the shifter to function properly. 
The next run was more encouraging, be- 
cause Cal finally got into third gear and 
managed to tach 239 mph before the wob- 
bles reappeared. He tried to nurse it past 
this speed, but the handling just wasn’t 
there. Then, to make matters worse, as Cal 
was slowing down, one of the retractable 
skids dug into the ground and caused the 
bike to flip—and I mean flip. The bike 
landed on its nose and then the tail, and it 
rolled over about 10 times, ending upside 
down. The chassis was a real mess—every 
piece of sheet metal was bent. The fin was 
torn completely off, as was the carburetor 
air horn. The ambulance crew estimated 
that Cal was doing about 100 mph when 
the crash occurred. 

Back in town we assessed the damage 
and voted on whether we should continue 
or not. Hell, there was nothing to vote on. 
The nose and tail sections were removed 
and pounded out. The engine compart- 
ment air scoop was replaced, as was the air 
horn. The front suspension member (a 
swinging arm) was straightened and rein- 
forced. About the only items which could 
not be repaired were the retractable skids. 
The pneumatic piston shafts which operate 
the skids were bent so badly that straight- 
ening them appeared impossible. Since 
they were only used to provide stability at 
low speeds, we decided to try and run 
without them. Perhaps by pushing the bike 
off faster by hand, we could get up enough 
speed to provide the required stability. As 
for stopping, Cal could just use the chute 
and ride to a complete stop and then fall 
over. At least that’s what we thought. 

MONDAY 

It turned out that trying to run without 
the retractable skids was a bad decision, be- 
cause on the very first run Cal crashed the 
bike again. As he was getting underway in 
low gear, at about 25-30 mph, the front 
end started to move back and forth, and 
without the skids to provide the needed 
stability, the bike went out of control. 
Once again the sheet metal needed work, 
and again everyone pitched in to repair the 
damage. The canopy and one of the sheet 
metal sides needed the most work. The 
canopy latches were not working properly 
because the entire panel was bent out of 
shape. The side panel was also damaged 
due to the air horn being pushed through 
it. With a little pounding and banging and 
refitting, both of these panels were usable. 
However, repairing the carburetor and air 
horn was another story. Because this was 
the second air horn to be torn off this par- 
ticular carburetor, the mouth of the carb 
was deformed. The mounting screws were 
also broken off. But we had a spare. 

We did manage to have some fun while 
doing all of this. I presented the bent and 
torn air horn, complete with scrape marks 
and salt, to Cal. I had written, “Ya done 
good!” across the air horn with a marking 
pen, and we all gathered for the presenta- 
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tion. Cal was nearly speechless; he said, “It 
looks really tore up.” We had all been 
working so hard that a few minutes of 
laughing and just plain goofing off was 
what the doctor ordered. 

While all of this was going on we were 
still thinking about how to make the re- 
tractable skids operable. We talked with 
some of the local townsfolk and asked 
where we might obtain some °/s-inch-di- 
ameter steel rod and some other miscella- 
neous metal. There was no place nearby 
which sold such items, but there were sev- 
eral crashed and burned aircraft out at the 
Air Force base—perhaps we would be able 
to find what was needed there. So, with 
hacksaws in hand, half the crew went out 
to gather what metal they could from 
crashed aircraft while the rest of us worked 
on the remains of the chassis. About two 
hours later we began building the new 
skids. As it turned out, we were able to 
complete all of this work before two in the 
afternoon. Since the weather was still hold- 
ing, we headed back out to the flats. We 
changed to one of S&S’s new junior fueler 
carbs, and on pure alky Cal turned 234 
through the first part of the mile. I say the 
first part of the mile because Cal was still 
accelerating through the mile and the tach 
was reading in the high 240s, when he lost 
control and ran off the course. By the time 
he got slowed down and back onto the 
track he had missed the final light. 

Darkness was setting in and it was obvi- 
ous we couldn’t go any faster until the han- 
dling problems were cured, so again we 
headed back into town. Another brain- 
storming session revealed two problems. 
First, the throttle still seemed to be con- 
nected to the steering; second, the opening 
shock of the chute was so severe at these 
speeds that the rear wheel was being 
picked off the ground. Fixing the chute 
was accomplished by adding 10 feet of line 
to the existing setup, while the handling 
problem was hopefully cured by adding 
even more stiffening members. It was get- 
ting harder and harder to work on the mo- 
tor, because there were extra braces every- 
where. At this point we were getting des- 
perate. And tired. 

TUESDAY 
Two comparatively easy back-to-back 


runs of 242 mph and 241 mph on pure alky 


gave us some hope, because we knew that 
by adding some nitro we could go quite a 
bit faster. However, the motor had devel- 
oped a miss which could not be corrected 
and so on the next run, with a fuel mixture 
of 40% nitro, we only managed to fry the 
clutch. Now we had a motor that not only 
missed, but the primary drive smelled like 
a charcoal pit. It was time to install the 
spare motor. By then we were all getting 
used to not sleeping; by four a.m. the fol- 
lowing day the 83-inch motor was bolted 
in place, and we knocked off for three 
hours of much-needed sleep. 
WEDNESDAY 
I was about to lose my job and my wife 
wanted me to come home, but we were so 





i “800 ¢ cc KITS ~ 


a | CONVERSION FOR 
© TRIUMPH 650 

750cc DROP ON 

KITS AVAILABLE 


"1992 


WORLD'S FASTEST SINGLE FUEL 
TRIUMPH © RAY BELLUCCI (9.6-150.75) 


DO 


COS 
e 80 oře oo 0) 





Len 0 Po ctootes’ 
Je 020 020 020 020 oso osa os 


CYLINDER © FASTEST GAS DRAGSTER 
* e ROUTT'S DOUBLE (9.95-143.76) 


oe 


3 FOR TRIDENT & BSA ROCKET 3 


$ 


$ BIG BORE KIT 


Do] 


es, 
EE, 





= 3 CYLINDER ‘149.5 


YOUR CYLINDER REWORKED 
AND 


4 NEW A65 740cc KIT 


ze 
Ka WE'RE EAST COAST DISTRIBUTORS FOR: 


YETMAN FRAMES 


TRIUMPH 8 CH DRAGSTER 
74 STREET CHOPPER 


OKO 
CREER EEE 


$, 
se 


CEA 





La 0 cto ES 
ne ore oso oře oře oč oře os 


. 
DD 


e, 
"es 





reast, 
DCE 


Lx 


BOLT ON 
RIGID FRAMES 


$ 95 Moa 
69. j 
: EXTENDED 


fren, 
yf. 


4" TO 16" 24 
EXTENDED À 


DOK 





OK 
DDD 


he“ 


KK) 
je že oře 





À, 
tette 


CCR 
LEE 


e, 


eose 


FORKS 


FOR TRIUMPH, BSA 
SPORTSTER, HONDA 
NORTON & 74's 


C S 
Seose oe oe ose oe os 








47 / FORK BRACES 
i M FORK SLUGS 
+ From $17.95 set 





Mil 


€ 
WEDGE q 


$ CHOPPER 
* TANK 


z COMPETITION 
$ OIL TANKS 
* b ed A 


* — 

$ | 2GAL $24.95 | ROUND CHOPPER 

CUSTOM FENDERS: RIBBED, PLAIN 

& CHROMED + HIGH BARS & “W” 
BARS « QUICK THROTTLES 














* 





qm 50 EAcH 
CAN BE ADAPTED TO MOST CYCLES 


FREIGHT PAID ON ORDERS OVER $200. 


ee 


KO 
že oo oře os 


Lo a ake 4% 
DODO 


D 


ROUTTS 
—__4633 42ND PLACE À 
$ À HYATTSVILLE, MARYLAND 20781 À 


CR KOK 


e 


ko 





FO) 
OOM 





IS EQUIPPED WITH ROUTT 800cc ¢ 


0) 
e 


DO 
3 
oe 
$, 
e 
3 


KOK) 
je 020 050 05 


> 


O 
be“ 


ee 


Le 800 9% ote ete ctoat 
SCO EX EXOD 


e 


Va 6% 6% 60 0a ake et 
ooze oseese oso oe 030 of 


Saeta 
ee où 





ooa 02e ozo oo 020 620 ale 620 020020 130 220 oře 220 ote ože 4% of ioe če 050 ee ese se oso 020 oso če sete 


CIRCLE NO. 40 ON READER SERVICE PAGE 





IT’S ABOUT 
TO HAPPEN 


Specials a la Snow 











Cool It in Quebec: The Quebec Winter 
Carnival will be held the weekend of Janu- 
ary 30th in Quebec City, and in connection 
with the festivities Castrol Oil is sponsor- 
ing motorcycle ice races. These will be held 
at the horseracing track Saturday during 
the weekend of the Carnival, and Castrol is 
offering at least $3000 in prize money. 

Hotel accommodations are not hard to 
get. Most of the action centers around 
three hostels: Laurentide Hotel, Congress 
Inn, and the Henry IV Hotel, all of which 
are located in Quebec City. The last has 
indoor parking facilities (not to be sneezed 
at this time of year). Also, there are many 
good private rooming houses, addresses of 
which you may procure by writing to: Mr. 
Richard Cantin, c/o L.E. Cantin Motorcy- 
cles, Inc., Quebec City. Telephone: (514) 
681-6386. Cantin is a motorcycle dealer 
and organizer of the ice-racing event; he 
would be happy to furnish whatever help 
you may need in the way of accommoda- 
tions and tourist information. 

By the way, for those of you already 
planning to go, Quebec City isn’t all as 
cold as they say (about 10 to 20° F.) and 
the air is dry, not damp. But do bring 
warm boots because although the air isn’t 
uncomfortable, the cold from the ground 
snow sure has a way of penetrating even 
the warmest of footwear. 

Actually the Winter Carnival begins two 
weeks before. Be sure to visit the street 
called Ste. Therese where an entire section 
of town is given over to ice sculptures, 
street dancing, and all-night clubs. 
Wintertime Got You? Here’s an interest- 
ing series for motocross fans who don’t like 
to sit idle during the long winter months. 
A series of Professional motocross races 
will be held at tracks in various cities in the 
South beginning on January 31st and run- 
ning weekly until the day before Daytona. 
Here’s the schedule: 


FEBRUARY 7 TALLAHASSEE 
FEBRUARY 14 JACKSONVILLE 
FEBRUARY 21 TAMPA 
FEBRUARY 28 MIAMI 
MARCH 7 FT. PIERCE 
MARCH 13 DAYTONA 


The series is called the Winter-Am. The 
last race will be a “Daytona Special” offer- 
ing a $2000 purse in conjunction with the 
opening of Daytona on the following day. 
AI other races will have $1500 prizes. 

Top American riders will be there, and 
if negotiations go well maybe we'll see a 
few Europeans, too. 

For more information, contact: George 
Esser, 4270 Dixie Highway, Pompano 
Beach, Florida 33064. —Deidre Haley 
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close to the record that it would have been 
a shame to quit. But the wind blew all day 
long, and everyone was able to catch up on 
some of the sleep we had lost. 

THURSDAY 

We test-fired the new engine on 40% and 
it sounded healthy, so we went down to the 
far end of the course and prepared to make 
a run back. The engine fired, and Cal was 
on his way, but he never even raised the 
skids. The canopy latch had come loose 
and he had to cut the run short. We 
backed up the bike % mile by hand and 
sent him on his way again. This time ev- 
erything went smoothly, and we could 
hear the shift into high gear. All of a sud- 
den the noise disappeared. The run was 
only 216 mph through the mile because 
Cal coasted after developing a severe han- 
dling problem in the mid-250 range. He re- 
ported that the bike was really pulling and 
that it was the fastest he had ever gone. He 
added that 6000 rpm in each gear was now 
possible, and that 40% nitro had really 
added the power. 

Because of the aborted run we couldn't 
really obtain a plug check, so we left the jet 
and the plugs and the percentage of nitro 
unchanged. It appeared that we had far 
more power than we had handling, and 
again we all racked our brains trying to fig- 
ure out what was wrong. The nose and tail 
sections were removed so that the align- 
ment of the wheels could be checked once 
more. It appeared that while the wheels 
were in line lengthwise, they were askew in 
the vertical plane. By readjusting the length 
of the radius rods up front, the alignment 
was restored. 

Everything was reassembled and anoth- 
er run was made. After nearly two weeks 
of thrashing it didn’t seem right to actually 
make a full-throttle high-gear run, but we 
did, and it was 254 mph. We were really 
pleased, and Cal said there were no han- 
dling problems at all. It wasn’t as fast as 
we really wanted to go, but it was three 
mph over the record. Then, 27 minutes lat- 
er, Cal came back at 256 mph to set the 
LSR for motorcycles at over 255 mph. We 
were in the record book now on 40% nitro 
and (only) 83 cubic inches. 

FRIDAY 

If 40% nitro is good then 70% is even bet- 
ter, right? Right! That was the plan for the 
day: leave everything as is except for the 
nitro percentage and the main jet. Our first 
run was 261 mph through the mile and Cal 
said the bike was still accelerating. Since 
this speed was over the record we had just 
set, we decided to try a return run, and we 
started as far back as we could to give Cal 
all the room he required. The motor blew 
(front piston broke) just as he entered the 
traps, and he coasted through at 227 mph. 
Not good enough. Back to town. 

Since the only thing wrong with the 89- 
inch motor was the ignition miss and a 
burned up clutch, we decided to change 
back to it and use the magneto from the 
83-inch motor. Even though the bigger 
motor had a lot of miles on it we felt it 


could do the job if the miss could be elimi- 
nated. We weren’t disappointed. The first 
run on 70% with the big motor was 
266.785 mph and we just went crazy. After 
beating our heads against the wall for so 
long, finally we had gone really fast. But at 
the other end, an examination of the en- 
gine turned us completely off. Cal reported 
a slowing at the top of each gear and he 
had throttled back in high in an attempt to 
save the engine. But it was too late; the 
damage had been done. The front plug was 
blistered, and small specks of aluminum 
were deposited on the porcelain. It ap- 
peared that the front cylinder had gone 
lean and then detonated. We used a flash- 
light to look into the plug hole; you could 
have heard a pin drop after we discovered 
a crack in the dome of the piston. Damn! 
And double damn! We had just gone over 
266 mph while throttling back, and now 
the piston was cracked. 

A compression check showed that even 
though the cylinder was weak, the piston 
had not broken all the way through. Do we 
dare chance it? Once again the voting was 
unanimous. We left the main jet as it was. 
By adding alcohol to the mix we lowered 
the percentage of nitro to 60% from 70%. 
We installed a colder plug in the front cyl- 
inder. We decided to make the run back in 
third gear, to decrease the cylinder pres- 
sures by pulling a lower gear. 

The run back was really wild because we 
were running out of sunlight. The USAC 
man said we only had two minutes left. 
Fine. But the float stuck and raw fuel 
started pouring out of the air horn. The 
side panel was quickly removed and the 
excess fuel drained from the float. Then, as 
new fuel was admitted to the float, the 
bowl was gently rapped so as to help the 
needle valve seat properly. It worked, and 
on went the side panel. We started the mo- 
tor and immediately pushed Cal off. He 
opened the throttle; as the rear wheel con- 
tacted the salt, it actually spun and left a 
series of rubber marks as he motored away. 
We all crossed our fingers and hoped for 
the best, because we knew this was the end 
of the line equipment-wise. One way or 
another, this would be our last run. 

Just as we figured it would, the engine 
blew. But this time it blew as Cal left the 
mile trap. His return speed was 264.200 
mph for a record average of 265.492 mph. 
If you think we were excited before, that 
was nothing compared to what we all felt 
now. We had actually established what we 
felt was a respectable record using our last 
engine and blowing it right in the lights. 
Like, you can’t hardly play it any closer 
than that. 

Down at the other end Calvin Rayborn, 
described later by George Smith as “the 
bravest man I’ve ever met,” climbed out of 
the machine that had delivered him 
smoothly and safely to the end of his 264 
mph ride. He had been saying all week that 
he was gonna gas it. Now, relieved, proud, 
and more than a little happy, Calvin said, 
“The devil made me do it!" © 
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ROGUE WEATHERBREAKER 


2-ply nylon “breathable” fabric. 
Water and weather proof. Great 
for fast riding, working, or just 
relaxing. Features form-fitting 
half belt, knit collar, zippered 
pants leg openings, three zipper 
pockets. Machine washable. 
Specify Blue, Orange or Black. 
Sizes XS, S, M, L, XL 39.95 


9.95 


Specify: 


MOTO-CROSS 
GLOVES 


Crafted especially for the serious enthusiast. These 
quality tailored gloves feature heavy duty stitching for 
strength, and seamless construction for maximum com- 
fort. Back stripping affords protection to the knuckles 


and back of the hand during competition. 


RIDING GOGGLES 


Protect your eyes against dirt, rocks, 
bugs and other flying objects. Vented 
to prevent fogging. Comes 
with complete set of in- 
terchangeable lenses in 
clear, amber and green. 


2.95 


KEY FOBS 0 
Show your pride in your ohe 
bike. These fobs, made Š 
from genuine English 
leather for long lasting ag 
durability, feature bikes’ 


insignia in colorful enamel over polished metal. 
Most bikes’ insignia available. 





WEBCO SPARK PLUG 
HOLDER 


Securely holds two spark 

plugs for emergency plug 
replacement. Comes com- x) 
plete with plug socket 
wrench for quick, conven- 
ient changes. Easily installed 
on any bike. (Spark plugs not 
included) 


TALL LACE-UP BOOTS 
FOR COMPETITION 


These quality leather boots are 
built to take the punishment of 
desert motorcycle competition 
and still be comfortable enough 
for general camping and out- 
doors. Hooks and eyelets make 
for fast and convenient lacing. 
A true all-purpose boot for the 


motorcyclist. 26.95 


(Specify shoe size) 


-DOUBLE END 
* SPANNERS 


High strength 
steel. English made. 
Slim line for ease of 
handling. Specify metric or 


i Whitworth. Per set (6 pieces) 


Metric 4.95 
Whitworth 4.95 
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IMPACT 
DRIVER 





Made especially for motorcycle 
applications. Built to last a life- 
time, packaged in a handsome 





SET 


Catalog 
Make of Bike 


metal container. Com- 
plete with three extra bits. 11.50 


GRANT'S “AMERICAN” 
HELMET $29.95 


The one everyone's talking about. 
injection molded for extra strength, 
but so lightweight you'll hardly 

know you're wearing it. Guaranteed y 
to exceed Z90.1 USASI Group 1 7 
standards—Specify size S, M, L, or XL. ¥ E 


ALL NYLON FACE GUARD 


Made from super-strength nylon for that extra measure X 
of safety. Easily fitted on most helmets. A must for master charge 


competition. $3.95 : 


FEBRUARY 1971 


Size (cc's). 
Model 


Year. 





COMPACT THEFT ALARM 


Simple to install and small 
enough to stay out of sight. 
This all-new precision built 
alarm can save you money 
on your insurance premium 
while it’s protecting your 
* bike. In fact, the savings 
CAN pay for the unit. 
You can't go wrong. 


19.95 


BATES RIDING BELT 


Get the comfort 
and protection 
this good-look- 
ing belt gives 
you on long or 
hard rides. 


(Specify belt size when ordering). 7.95 


MOTOCROSS, T.T., ENDURO, TOURING! 
Whatever your bag is, you'll find what 
you need in this catalog. It’s the most 
complete and up-to-date available — 
loaded with specs and full details on 
guality eguipment and accessories from 
all the top manufacturers. PLUS many 
hard-to-get items from overseas. Over 
sixty pages of eguipment and accessories 
from Bates, Webco, Hap Jones, Steens, 
Filtron, Paulson, Bell, Grant, Circle In- 
dustries, Daytona, Buco and many, many 
others. Send for your catalog NOW. The 
reading alone is worth a buck! 


ee 
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FROM THE 
BUILDERS OF 
WORLD CHAMPION 
MOTORCYCLES 


JAWA 90cc 
CROSS / ROADSTER 


A Go Anywhere Lightweight Whether It Be 
City Streets, Mountain Trails or Sport 
Competition, This Baby Takes You 
Where the Action Is! 


CZ125 


CZ Built a New Frame Taken From the World 
Champion CZ Motocross, Combined It With a 
New Fork Design and the New Oilmaster 
System! To Provide Exceptional 
Handling and Comfort! 


JAWA 350cc 
CALIFORNIAN IV 


Announces Its Newest, Fastest, Most 
Satisfying Street Machine Ever, 
Incorporating the New Oilmaster 
System With a New Dynamite 
350cc Twin. 


CZ MOTOCROSS 
250/360c 


a 


To Win Those World Championships, CZ Built 
a Motorcycle on Which Absolutely 
Nothing is Superfluous and 
Everything Works with 
Grueling Efficiency! 


J AMERICAN JAWA LTD. 


EAST: 38-15 Greenpoint Avenue * Long Island City, N. Y. 11101 
WEST: 3748 Overland Avenue * Los Angeles, Calif. 90034 
CANADA: Skoda & Jawa Motors Ltd. * Montreal, Canada P.Q. 


WRITE FOR COMPLETE SPECIFICATIONS 
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CONFESSIONS from page 71 


ultimately, a fairing. Completed, the midg- 
et (as we called it; it later became known as 
“Super-Hog"") was a tidy little thing only 
slightly larger than a Sprint. 

At Daytona, it was often mistaken for a 
Sprint, and early during practice (before 
our engine troubles began) I rattled the 
Yamaha factory team badly by absolutely 
blasting past one of their rapid 350s. They 
thought Super-Hog was a Sprint, and fig- 
ured that if there was a Sprint out there 
that could dust off their 350 in that un- 
seemly fashion, then they were in trouble. 

We also intensified the air of discontent 
around the Harley-Davidson garage by in- 
viting Cal Rayborn to cut a few laps on the 
midget. He accepted the invitation, and 
proceeded to rush around about three sec- 
onds faster than when on his factory KR, 
and that was fast enough to put him in 
contention with the very fast Triumphs 
that dominated the race that year. Cal 
wasn’t too enthusiastic about the midget’s 
brakes (I was with him on that point) but 
he had nothing but good words for the 
handling, and remarked that the bike was 
very fast around the bowl on what felt like 
not much horsepower. 

Through the week of practice, the shor- 
trod KR engine’s mysterious weakness 
grew worse, and then it destroyed itself 
during the race when a piston pin snapped. 
But although the whole affair was less than 
impressive when reduced to numbers in 
the record book, Dick O’Brien got the 
point, and the following year appeared at 
Daytona with the famous lowboy KRs 
that beat the Triumphs so decisively. And 
I learned a number of things. 

Most important, I learned that it is un- 
wise to embark on such a project ona 
shoestring budget. Jerry and I had to make 
do with brakes we knew to be inadequate 
simply because there was not enough mon- 
ey to buy anything better. And we went to 
Daytona with shock absorbers that were 
marginal and tires that were likewise (these 
last were age-hardened) because of a by- 
then acute shortage of funds. And so, of 
course, we were operating at an enormous 
disadvantage compared to the lavishly 
financed factory teams. The lesson is clear: 
you may prevail against the factory teams 
by taking a factory creation (like a Yam- 
aha TD-2) and adding better preparation 
and a better rider; you won't get the job 
done with a device of your own creation. 

Another thing learned from the midget 
KR project is that a very rigid frame and 
swing-arm are more important in good 
handling than the latest in shocks and 
forks. We used ordinary Harley-Davidson 
forks, with reworked damping, and a set of 
Girling shocks that had seen better days, 
and the midget handled beautifully despite 
these handicaps. 

Harley-Davidson ordered a few of these 
backbone frames after their Daytona de- 
feat, but wanted the design altered to acco- 
modate a standard KR engine. I came up 


PARTS MANAGER 


Position open with fastest 
growing motorcycle manufac- 
turer in the eastern United 
States. Excellent opportunity. 
Must have parts experience, 
wholesale or retail. Motorcycle 
experience desirable but not 
necessary. Capable of super- 
vising 20 people. Reply with 
resume and salary require- 
ments to 1662 Hillhurst, Suite 
A, Los Angeles, Calif. 90027. 

















NEW! CATALOG 


The all new Webco catalog 
is the most comprehensive in 
the motorcycle accessories 
industry. m 100 pages, fully 
illustrated, featuring the most 
wanted accessories and high 
performance components. 


Includes the complete line of 
high quality Webco products for 
motorcycle enthusiasts. 


= vw Price $1.00... includes Webco 
= — racing flag decal. 


WEBCO INC. 
P.0. BOX 429 = VENICE, CALIFORNIA 90291 


FOR CATALOG OF RIDERS LEATHERS SEND 
$1.00 TO TAUBERS OF CALIFORNIA, 987 


MISSION ST.,-SAN FRANCISCO, CA 94103 


ELZ PARTS 


Largest Stock Midwest 
24 Hour Mail Order Service — Shipped C.O.D. 
SEND YEAR, MODEL NO., C.C. ETC. WITH ALL ORDERS 
Complete Repair Dept & Machine Shop Facilities 


MOTORCYCLE HEADQUARTERS 
603C ROOSEVELT RD. - (312) 344-3170 - MAYWOOD, ILL. 60153 








ano COL Nei FOR 
Sean FINANCIAL 
8 Q O AID TO 


College is a EDUCATION 
America’s Best Friend 


Published as a public service in coopera- 
tion with The Advertising Council and the 
Council for Financial Aid to Education. 
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Here's Grant's exciting new line of helmets and 
accessories for 1971. They're trendsetters and 
set for all out competition and pure fun. Engi- 


naered to pass all certification requirements with flying colors 

O because they're made of strong, lightweight, durable space age 
materials. 1 New Pro Bucket with shield— complete unit, $37.25. 

2 Popular Rebel, $29.95. 3 Trendsetting American $29.95. 4 Wild new 

CW Ine metalflake, candy and solid colors, $21.85. 5 New Child’s helmets 


for enthusiasts 4 to 11 years old—White, 
for 71 $20.95. 6 New Rebel or American T-shirts, 
$3.50. 7 Bubble shields—clear, smoke, 
amber and blue $3.95 each. 8 Fantastic GRANT 
new Pro-visor with clear lens, $2.50. 
9 Wrap-around shields with selection of 
shades, $2.30 each. 10 Brand new acces- GRANT INDUSTAIES AING. 
sory Pro-Guard and shield complete 3680 Beverly Blvd., Los Angeles, Calit. 
$14.50. Accessories fit all helmets. 90004, (213) 382-1375 
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New 1971 


HEAVY DUTY 
ARC WELDER 


WITH 


we 


SAFETY 
FOOT 
SWITCH 


Sa) ; TP 


Only $1895 Prepaid Complete Ready To Use 


Every home, shop, and hobbyist needs this quality metal 
working machine. Weld, Braze, Solder, cut almost anythin 

metal. Follow simple instructions to make or repair 100 

items including furniture, toys, auto bodies, fenders, trailers, 
boats, farm and garden tools and eguipment. Operates on 110 
V. 30A. for pennies—Adjustable Twin Carbon Arc Torch easily 
REGULATES HEAT FOR EÁCH JOB. Eliminates changing cables— 
replaces gas torches—no tanks or refills to buy— produces to 
11,000° heat. YOU CAN PAY MORE BUT YOU CAN'T GET A 
BETTER LOW COST WELDER. Over 500,000 in use. Manufactur- 
ers of welders for over 30 years. LIFETIME GUARANTEE. Sim- 
ply return prepaid. We will repair and reship FREE of charge. 
YOU GET: heavy duty welder in rugged metal cabinet, ground 
clamp, cables, combination torch and rod holder, welding 
manual, helmet, Free $2.00 pack “TOUCH WELD” rods for 
instant automatic arc, brazing rods. 1⁄4" carbons, solder, flux. 


EXCLUSIVE ON/OFF SAFETY FOOT SWITCH 

$3.95 VALUE INCLUDED AT NO EXTRA COST 
ORDER TODAY ON MONEY BACK TRIAL. If not completely satis- 
fied, return in 10 days and we will refund purchase price. 
SEND ONLY $2.00 and pay $16.95 plus C.O.D. and delivery 
charges or send only $18.95 for postpaid shipment in Con- 
tinenta! U.S.A. FOUR-WAY WELDER CO., 1810 S. FEDERAL ST., 
Dept. R82-B Chicago, Illinois 60616 


LIFETIME 
GUARANTEE 


10 DAY 
MONEY BACK 















OF ARIZONA 
\Dept.28 BOX 294 
'PHOENIX. 85001 

in L.A.,8700 San 
ta Monica Blvd. 


LEATHERJEANS 


Contour cut 

low on the hips, 
Unlined. Black, 
State waist, hip, 
iinseam. 48.00 


Plus1.00 ship - 
ping ea. order. 


(sks 50c coins 


or 
ior PHOTO 
| CATALOG 
1.0 OF Cycle Wear, 
LL LEATHERS. 








AJS; Matchless; Das 
CUSTON E ae 
CHROM Entield: 
Pro P Koya! 
ery ARIEL Vespa 


NGS 
penn LAMBRETTA 


mn HONDA 
=== 
pů 
ETUI oo SPEED EQUIPMENT 
YAMAHA 
LUCAS HARLEY-DAVIDSON Tools 


Send 254 today (to cover mailing) for your 
illustrated catalog of all Cycle Supplies parts 
and accessories available from: 


CALIFORNIA CYCLE SUPPLY 


P.O. Box 192, DeptM Fairbury, Illinois 61739 
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with a design to meet that requirement, 
and one that incorporated the other, detail 
improvements over the original, and had 
high hopes that the entire H-D team would 
be riding my midget. It was not to be. 
Foolishly, I turned the construction over 
to a man Who Knew Something about mo- 
torcycles, and he decided to add further 
improvements to those indicated on my 
drawings, the result being that the finished 
prototype midget KR Mk-II frame was 
botched beyond all recognition. Before the 
mess could be put right, H-D had the low- 
boy KR well along, and that was the end 
of the backbone-frame project. Which was 
not a total loss, as I learned from this expe- 
rience to henceforth enlist the services of 
metal fabricators who know nothing about 
motorcycles, and who will, in their igno- 
rance, simply follow the drawings. 

Subsequent experiences with “Son of Se- 
cret Weapon,” my 350 Bridgestone roadra- 
cer, taught me that some of the things I 
had learned with the KR were wrong. And 
it taught me that what is built in haste will 
be repented at length. Overall, I would 
have to confess that in the Bridgestone 
project I bit off enormously more than I 
could chew. 

Curiously, I had a lot of trouble in the 
area of handling—where I had expected 
none at all. I had assumed that by applying 
the load factors used in the KR frame, and 
the same steering geometry and weight dis- 
tribution, I would get equivalent handling. 
It was a bad assumption to make, as it ig- 
nored a vast difference in power output 
characteristics, and a 50-pound total 
weight difference. The result of this misap- 
prehension was a tendency for the bike to 
flap its front wheel back and forth on the 
bankings at Daytona, and to get into real 
tank-slappers when accelerating away 
from slow turns on bumpy surfaces. I 
think I now have a better appreciation of 
how balance related to total weight and 
how adjustments must be made in both 
weight distribution and steering geometry 
to suit the special situation created by 
high-output two-stroke engines. But there 
is enough in that to constitute a feature 
story, which I plan to write at earliest op- 
portunity. 

What I can tell you here (blushingly) is 
that I learned not to take things for grant- 
ed when fitting together a new motorcycle. 
Somehow, in the Bridgestone’s construc- 
tion, I managed to get the rear wheel in- 
stalled with a half-inch offset to the left, 
and then became so preoccupied with all 
the engine-tuning bothers that the error 
was not discovered for several months. Ac- 
tually, the error was discovered during the 
Bridgestone’s first outing, when I noted 
(smoking along the track on my backside) 
that applying much throttle in a turn 
would send the rear wheel right into a 
slide. The effect was particularly bad in 
right-hand turns, and that should have sig- 
nalled trouble but it didn’t and no correc- 
tion was made until much later, and after 
which time the bike’s handling was much 


Car & Drivers 
NEW CAR BUYERS’ 
GUIDE/YEARBOOK ’71 


CAR:DRIVER 
1971 YEARBOOK 


PN 





It takes all the new cars apart (foreign and 
domestic) and puts the whole '71 scene 
together for you. Comprehensive road tests. 
Detroits brain-pickers brain-picked. A spe- 
cial section on the small cars. A spe- 
cial feature on what the special section on 
the small cars means. Economically. So- 
cially. All sorted out for you by Lloyd 
“Balloonfoot” Bodine (foaming Road Test 
Editor and Mountain King), Brock Yates, 
Leon Mandel, Bob Brown. So come. Meet 
the small cars—the luxury liners—the in- 
termediates. 


ee ee GUN GUN MON EN EN EN U 
ZIFF-DAVIS SERVICE DIVISION — Dept. CDY 

595 Broadway, New York, N.Y. 10012 

OK! Send me the new 1971 CAR & DRIVER YEARBOOK 


(A $1.50 enclosed, plus 35¢ for postage and han- 
dling. Send me the regular edition. ($2.50 for 
orders outside the U.S.A.) 


C] $3.50 enclosed. Send me the Deluxe Leatherflex- 
bound edition, postpaid. ($4.50 for orders outside 
the U.S.A.) Allow 3 additional weeks for delivery. 





print name 





address 

m. 0.. j EVID 
state g ID 

PAYMENT MUST BE ENCLOSED WITH ORDER 
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CYCLE 
BUYERS 
GUIDE 1970 


USE IT. As your guide through today’s 
elephantine, marketplace-maze of bikes 
and accessories... to gain a mean grasp 
of their value, usefulness, and rightness 
for you. 


GET INTO IT. It'll get you to RIGHTBIKE, 
and keep you from the pitfalls in between. 
You'll go right through all of those pitfalls 
—in our feature on second-hand bikes. 
Or follow the Magnificent Seven. Blow-by- 
detailed blow... the boss seven super- 
bikes, as tested by Jess Thomas. 


COMPARE IT. Before you pay for it with 
your money, soul and mind. Whether it’s 
minibike, helmet, hop-up equipment, 
boots, dirt bike, clothing, tires, oil. What- 
ever. It'll be a part of you. And it’s all here. 


GET IT. Its like having America under 
your leather . . . it’s the entire Earth 
collection of EVERYBIKE, with everything 
that goes along. 

m å å å å å ee å å å å ee Lu 
ZIFF-DAVIS SERVICE DIVISION, Dept. CBG 

595 Broadway, New York, New York 10012 

Please send me CYCLE BUYERS GUIDE 1970. 
Enclosed is $1.50, plus 35c for shipping and han- 
dling ($2.50 for orders outside the U.S.A.) 
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SUBSCRIBER SERVICE 


Please include an address label when writing about 
your subscription to help us serve you promptly. 


Write to: P.0. Box 1092, Flushing, N.Y. 11352 


CHANGE OF ADDRESS: 


Please let us know you F. TORN to Ge 
are moving at least Is 





1 
3 
>< 
= 
ud 


À : sl 2] al 8 < 
four to six weeks in E a} 3 e| 
advance. Affix maga- é F 
zine address label in | =| 
space to the right and z| 
print new address be- | = 
low. If you have a S| 
question about your l = 
subscription, attach | 8 | 
address label to your 2 2| 
letter. | E = | 
TO SUBSCRIBE: | s à 
Check boxes below. a ol 
[New C Renewal | | 

O 3 years $15 = 

O 2 years $11 | 4 SI 

O lyear $6 13 2 | 
SPECIFY: | ši 
O Payment enclosed— P 


You get 1 extra issue L mf A d 
per year as a BONUS! 
O Bill me later. [ 


Add’! postage: $1 per year outside 
U.S., its possessions & Canada. 
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Check the 
Kind of Body 
You Want 


...and I'll Show You How 
EASILY You Can Have It! 


UST tell me, in coupon below, the 
kind of body you want—and I'll give 

it to you SO FAST your friends will be 
amazed! ‘‘Dynamic-Tension,’’ my easy, 
15-minutes-a-day method, will make 
your chest and shoulders bulge 

... arms and legs surge with 
„ power... your whole body 
4 feel ‘‘alive’’! 
Learn 
h I 


FREE BOOK 
ow 


became "World's Most 
Perfectly Developed 
Man.” Mail coupon 















for my free illus- 

\trated 32 pagebook. 
CHARLES ATLAS 

Deprt.2268 





A „115 E. 23ra St, 
ae N.Y.C. 10010 
EN VE 
P vá $ DM A c ‘ 
real 
CHARLES ATLAS, DEPT. 226P 
| 115 East 23rd St., New York, N.Y. 10010 l 


| Dear Charles Atlas: Here's the Kind of Body I want: l 
(Check as many as you like) 


| O Broader Chest, [O Powerful Arms, Legs, Grip 1 
Shoulders O Slimmer Waist, Hips 


More Weight—Solid— 
in the Right Places O Better Sleep, More Energy 
Send me absolutely FREE a copy of your famous book 
showing how ‘‘Dynamic-Tension’’ can make me a new 
man—32 pages, crammed with photographs, answers to 


vital questions, and valuable advice. No obligation. | 

NAME occ sons seine té sla ds sees emcees AL. l 
l (Please Print or Write Plainly) 

AGdreSS. esse esoeseossoceeseccesececsceo I 

City & Zip 

IS TAC Ctra: aig ARÉNĚ sew k 0 aj ské Pá 





L“ England: Charles Atlas, 21 Poland St., London W. 1 
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improved. Now, I check wheel alignment 
much more carefully and I would advise 
everyone else to do likewise. 

After the Bridgestone project, and the 
several frustrations suffered in the course 
of trying to handle too many experiments 
all in one motorcycle (the biggest “don't" 
of them all) I decided to build another rac- 
ing Honda. Cycle had just acguired a 
CB450 for testing, and I fell in love with 
the thing. It was very smooth, and handled 
well, and felt like it would run forever— 
which was a trait that appeared particular- 
ly desirable to me right at that time. I was 
in need of a ride for the coming season, 
and wanted one that would give me the 
maximum chance of riding a maximum 
number of laps. The CB450 looked to be 
Just the thing, unless I did something really 
stupid and built in an element of unrelia- 
bility in the process of converting it from a 
sports/tourer into a roadracing machine. 

Ever mindful (by this time) of my rare 
talent for magically changing reliable en- 
gines into hand grenades, I decided on an 
ultra-conservative approach to the entire 
project. No new trick frames for me: it 
would be the Honda frame with all the un- 
necessary lugs cut off, and I did take a so- 
lid 10 pounds off the frame in that manner. 
To get ground clearance for cornering, I 
switched to 19-inch wheels—and used a 
Fontana front brake. The rear brake was, I 
knew from talking to those with Honda 
racing experience, adequate. The Wixom 
fairing made for the Harley-Davidson KR 
was the slickest thing around, so I elected 
to use one of those, and the fiber-glass tank 
and seat developed as part of the same 
package in Cal-Tech’s wind-tunnel. The 
Honda forks were retained, but I already 
knew the rear shocks to be rather bouncy 
and exchanged them for a set of Koni 
shocks with lower mounting eyes altered to 
fit the standard Honda swing-arm. And by 
this time, I was smart enough to use off- 
the-shelf parts for handlebars, levers, foot- 
pegs, etc. Conservative all the way. 

Obviously, however, the engine would 
need some help, as it delivered no more 
than 45 bhp in standard form, and that 
was at least 10 short of the minimum re- 
quired to be even remotely competitive. 
The problem was to get the power without 
converting the ultra-reliable 450 engine 
into the typical GJ detonator. 

Now then, I knew that a Sprint CRTT 
(with bore-stroke dimensions almost iden- 
tical to those of the CB450) would pump 
out about 32 bhp at 10,000 rpm. Further, I 
knew that the 450 was safe to 10,500 and 
lots of people had used 11,000 rpm without 
getting any explosions. My conclusion was 
that all would be glorious if I could make 
the CB450 into, in effect, a pair of 250cc 
Sprints. That would give me, if done prop- 
erly some 64 bhp. 

It was a good theory—but began to go 
wrong right from the start. It was easy to 
fit a pair of “Sprint” 35mm Dell’Orto car- 
buretors, and to fabricate megaphones and 
pipes to the latest Sprint racing specifica- 
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Your subscription to CYCLE is main- 
tained on one of the world's most modern, 
efficient computer systems, and if you're 
like 99% of our subscribers, you'll never 
have any reason to complain about your 
subscription service. 

We have found that when complaints 
do arise, the majority of them occur be- 
cause people have written their names or 
addresses differently at different times. 
For example, if your subscription were 
listed under "William Jones, Cedar Lane, 
Middletown, Arizona,” and you were to 
renew it as "Bill Jones, Cedar Lane, Mid- 
dletown, Arizona,” our computer would 
think that two separate subscriptions 
were involved, and it would start sending 
you two copies of CYCLE each month. 
Other examples of combinations of names 
that would confuse the computer would 
include: John Henry Smith and Henry 
Smith; and Mrs. Joseph Jones and Mary 
Jones. Minor differences in addresses can 
also lead to difficulties. For example, to 
the computer, 100 Second St. is not the 
same as 100 2nd St. 

So, please, when you write us about 
your subscription, be sure to enclose the 
mailing label from the cover of the mag- 
azine—or else copy your name and ad- 
dress exactly as they appear on the 
mailing label. This will greatly reduce any 
chance of error, and we will be able to 
service your request much more quickly. 
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tions. Making a magneto to provide the 
spark was also relatively quick and pain- 
lessly done, and worked fine (as was noted 
in Cycle, December 1969). And I was wise 
enough, too, to just clean the rough spots 
out of the ports and do a careful valve job 
instead of hacking away as was once my 
habit. 

All of this went to plan until I got to the 
matter of valve timing, and that’s where 
the woe began. Nobody wanted to grind a 
set of 450 cams to Sprint timing. And I 
guess I can’t blame them, for it is not a 
thing easily accomplished. The basic diffi- 
culty is that the Sprint engine, like most, 
has flat, plunger-type tappets—while the 
Honda engine has pivoted cam followers 
with a radiused shoe that bears against the 
cam lobe. You cannot mix cams and fol- 
lowers, and if you want Sprint valve action 
for your Honda you have to go through all 
the stages of creating a new cam profile. 

I contacted several specialty cam grind- 
ers, but none would undertake the job, 
even though I offered to provide dimen- 
sioned drawings from which a master 
could be cut. It then became time to 
choose an alternative. I could use the stock 
Honda cams (unthinkable!) or one of the 
handful of reground cams then available— 
or I could use the stock cams opening and 
closing curves as a master, and shift them 
apart for an altered timing. And I should 
have done the latter, though that would 
not have averted the problems I was later 
to have. 

In the end, I opted for the conservative 
approach, again, and sent for a set of Pre- 
cision Machining cams, and these had been 
used in PM’s very fast and successful Hon- 
da special. The PM cams had even less lift 
than the stock Honda cams, but a lot more 
duration, and I supposed that they were 
the best I could hope to do with so little 
time remaining. And I did feel better about 
the whole thing after the PM cams did ar- 
rive, and I found that they were quite neat- 
ly done—the lobes having been built up 
with the same alloy Honda uses to face 
their 450 cams, and the grinding done to a 
smooth finish. 

With the PM cams installed, the Honda 
ran very well too, with a good spread of 
power and a solid 12,500 rpm available 
without a sign of valve float. So I smiled 
and got on with the job of sorting out car- 
buretion, which was complicated by the 
fact that I had not been able to obtain all 
the slides, jets and needles I had wanted. 
Still, I was able to get the bike running 
fairly well (though not in time for a good 
qualifying speed) and in practice the day 
before the 200-miler it was hooting around 
very smartly—showing nearly 12,000 rpm 
on the tach as it flashed past the start/fin- 
ish line, which is nudging 140 mph. 

And then, friends, the power began to 
fade, and shortly after half the race was 
run it had faded very badly. Indeed, one 
cylinder had faded completely away with a 
dropped valve. 

I did not, at the time, connect the gradu- 
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al loss of power with this mechanical fail- 
ure, but they were both a part of the same 
fundamental 450 weakness: the torsion-bar 
springs aren't worth a hoot. 


Unfortunately, as already noted, I did. 


not recognize this at the time, and so I suf- 
fered similar conseguences at Laconia that 
same year. Ouite unnecessarily, too, for all 
the signs had been there from the begin- 
ning: chatter marks on the cam lobes, evi- 
dence of pounding on the followers, drasti- 
cally reduced tension in the torsion bars. 
A final lesson learned with the 450 Hon- 
da came after I had installed a set of cams 
that were almost stock, but with a slightly 
altered lift curve that was supposed to pre- 
vent the torsion bars from being over- 
worked. Surprisingly, these stock-timing 
cams made the Honda run better than any 
others I tried, and it was then just about a 
match for the average Harley-Davidson 
KR. (It later did a 13.3 second, 102mph 
guarter-mile, pulling “Indy" gearing.) So I 
am left wondering if perhaps I shouldn't 
have just used stock cams from the begin- 






NS 





AN 





ning. I guess not, because when the engine 
began to make decent horsepower the 
bike’s handling really went to hell, so may- 
be it was from the beginning just another 
attempt to make a racer out of a tourer 
that wasn't going to work. 

I will have to keep right on guessing, 
too. The race at which the Honda began to 
run well and handle badly was the one at 
which I took a really memorable ambu- 
lance ride, and now that I am recovered 
enough to do some more development 
work the AMA’s rules are changed and 
there isn’t much reason to try and develop 
a 500cc four-stroker. And anyway, as I am 
no longer able to race motorcycles, I don’t 
know as I care about working all hours of 
the night and the frustrations and the feel- 
ing like an idiot. 

But on the other hand, I can’t see me 
staying completely away from motorcycle 
racing, and I don’t think I'd be happy as a 
spectator—and I know I wouldn’t make it 
as an Official. The only thing left is to be a 
tuner for (sob!) someone else, and perhaps 
with the racer’s fever out of my blood I 
might even be able to do something right 
for a change. © 
FEBRUARY 1971 
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| fight birth defects 
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not by a long shot it isn't ! ! 


There's certainly nothing top secret about 
the classified pages of Cycle Magazine. 
They're wide open to the searching eyes of 
every buyer who's in the market for the 
product or service that he knows can be 
found in Cycle's Classified Advertising 
pages. 


The more than 230,000 buyers of Cycle 


are your guarantee of knowing that your ad 
is being read by people who are constantly 
looking for and buying motorcycle prod- 
ucts. It is these people to whom you MUST 
direct YOUR advertising as do the many 
key advertisers appearing in this issue and 
in each issue throughout the year. 


No.doubt about it—there’s a vast market 
of buyers searching the classified advertis- 
ing pages of Cycle and it's important that 
your ad be exposed to this prime buying 
audience. Prove to yourself that the lead- 
ing motorcycle magazine MUST ALSO be 
the leader in sales responses to the many 
classified ads presently enhancing its 
pages—it makes a great deal of sense— 
give it a try. 


See classified section for rate information 
or write to 
HAL CYMES, Classified. Advertising Mgr. 
ZIFF-DAVIS PUBLISHING COMPANY 
One Park Avenue, New York, N. Y. 10016 











PIONEER Continued from page 63 


using the present modification of the ig- 
nition system for about six months now, 
and they say that they are down to an 
ignition failure rate of less than 2%, which 
is lower than that suffered by most igni- 
tion systems using contact-breaker points. 
Until now, OSSA has taken great pains 
to match piston and cylinder to give a 
clearance of about .001 of an inch. Unfor- 
tunately, that wasn't quite enough; if a 
rider revved the engine hard fora long time 
during the first 40 or 50 miles, he ran the 
risk of seizing the piston. The factory had 
agreed to increase the clearance for 1971, 
but the first few production machines still 
had the old clearance, as we discovered 
when we took the new test bike out and 
wound it up tight in low gear to run some 
tests. The piston locked up tight. We let it 
cool off and then fired it up again, and we 
seized it again. So the importer took an- 
other cylinder off the shelf, honed it out 
another thou, and fitted it to the test bike. 
We didn’t have any more engine trouble 
after that. Taylor said that by the time the 
road test came out, the bikes would be 
arriving with increased piston clearance. 
Now the Pioneer has a five-speed gear- 
box. To add the extra gearset, OSSA sim- 
ply widened the right-side engine case in 
the area that supports the mainshaft and 
the layshaft, then moved the engine over 
to the left in the frame and extended the 
rear hub to the right’ to line up the rear 
chain: most results at the least cost. By 
using five gears, the Pioneer now has a 
lower-speed low gear and a higher-speed 
high gear, and the gaps in between have 
been ironed out. You very seldom run out 
of gearing; and the new low gear ratio, 
combined with the improved low-speed 
carburetion, makes it very easy to lug the 
bike through really tortuous sections. 
The Pioneer has grown itself a truly 
lovely frame. The single backbone tube 
runs from the steering tube to the back of 
the gas tank at a gentle slope, and then it 
drops down to the rear of the engine. The 
double down-tubes slope downward to 
cradle the engine, and then run up to join 
the rear frame-tubes. The sharply-angled 
rear shocks are mounted at the junctions 
of the cradle tubes with the rear-frame 
tubes. The swingarm pivots are gusseted 
to the cradle tubes. A crossbar, welded 
perpendicularly to the bottom of the back- 
bone tube, braces the cradle tubes. For 
additional swingarm rigidity, a metal plate 
is welded to the backbone tube and the 
cradle tubes above the swingarm pivots. 
There are quite a few carefully-welded 
gussets, and the engine-mount lugs are 
beautifully attached. The resulting frame 
of the bike is light and strong and rigid, 
and the cradle tubes (with skidplate) give 
the engine cases the protection they need. 
For 1971, OSSA. has switched to Betor 
suspension. The front forks have six and 
a half inches of travel; the rear shocks, 
three and "“sths. When we first began to 
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ree Information Service 


Here's how you can get additional information 
at no charge, concerning products and serv- 
ices advertised in this issue, and items men- 
tioned in the New Products Editorial Section. 


1. Clip one of the coupons (two are provided in 
the event a second person reading this copy 
wishes to use the service). Print or type your 
name and address where indicated. Be sure to 
include Zip Code. 

2. Please answer all guestions and circle the 
number on the coupon which corresponds to 
the number at the bottom of the advertisement, 
or New Products Editorial Listing, for which you 











EXPIRES MARCH 28, 1971 CYCLE 2 /71—1234 
Name 

Address 

City State — p God 


PLEASE ANSWER ALL OUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 


Yes 2 














1. Do you own a motorcycle? 1 [ No 


lf YES: 
1a. How many do you own? AU 1 BO2 CO3 DM4 ormore 


1b. What make? (Latest purchase if you own more than one.) 
1c. What engine size? (Latest purchase if you own more than one.) 








1 O 40-99 c.c. 4 O 300-399 c.c. 7 O 600-699 c.c. 
2 O 100-199 c.c. 5 O 400-499 c.c. 8 [1 700-799 c.c. 
3 [1 200-299 c.c. 6 [I 500-599 c.c. 9 O 800 c.c. 8 up 


2. Excluding motorcycle(s) currently owned, had you previously owned a 
motorcycle? Al] Yes BI] No 


If YES: 
2a. What make? (Most recently owned, if more than one.) 


2b. What engine size? (Most recently owned, if more than one.) 











1 0) 40-99 c.c. 4 O 300-399 c.c. 7 O 600-699 c.c. 
2 O 100-199 c.c. 5 O 400-499 c.c. 8 O 700-799 c.c. 
3 [1 200-299 c.c. 6 [] 500-599 c.c. 9 C 800 c.c. 8 up 





3. Do you plan to buy a new motorcycle within the next 12 months? 
A Yes B!!No 

If YES: 

3a. What make? 

3b. What engine size? 








1 O 40-99 c.c. 4 O 300-399 c.c. 7 O 600-699 c.c. 
2 U 100-199 c.c. 5 O 400-499 c.c. 8 O 700-799 c.c. 
3 [1 200-299 c.c. 6 [ 500-599 c.c. 9 [] 800 c.c. 8 up 
3c. Will you: A [O trade In a currently owned motorcycle? 
B O sell a currently owned motorcycle privately? 
C C keep currently owned motorcycle? 
D C none of the above 





4. Do you generally use your motorcycle for: 
© Street riding 2 O Trail riding 3 Z Both street and trail riding 


=k 








5. How long have you participated in motorcycling, either as a motorcycle 
owner or not? 





A O Less than 1 year D © 5-6 years G C] More than 10 years 
B G 1-2 years E O 7-8 years 
C O 3-4 years F [19-10 years 
6. What is your age? 
1 O under 18 3 OD 21-24 5 O 35-44 7 O 55-64 
2 [] 18-20 4 [] 25-34 6 C] 45-54 8 [1 65 or over 


For information on items circle numbers below. 


1 2 3 4 5 6 7 8 9 10,011 12 13 14 15 
16 {7 18 19 20 21 22 23 24 25 26 (27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 62 63 64 65 66 67 68 69 70 71 72 73 7 75 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
91 92 93 94 95 96 97 98 99 100 
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want additional information. (Key numbers for 
advertised products also appear in advertiser’s 
index on the opposite page.) 


3. Paste the coupon on a government post card 
or place it in an envelope and mail to: 


CYCLE, P.O. Box 8445, Philadelphia, Pa. 19101 


4. Your request for information will be for- 
warded to the appropriate companies. Please 
allow 4 to 6 weeks for them to fill your requests. 


NOTE: Only Reader Service coupons should be sent to 
the above address. All subscription inquiries are to be 
directed to: CYCLE, P.O. Box 1092, Flushing, N.Y. 11352. 











EXPIRES MARCH 28, 1971 CYCLE 2 /71—123 
Name 

Address 

City State Zip:Code_—_—. 





PLEASE ANSWER ALL QUESTIONS BELOW AND TYPE 
OR PRINT AS CLEARLY AS POSSIBLE 


























1. Do you own a motorcycle? 1 O Yes 2 O No 
lf YES: 
1a. How many do you own? Aft) 1 BO2 CO3 DO 4 ormore 


1b. What make? (Latest purchase if you own more than one.) 
1c. What engine size? (Latest purchase if you own more than one.) 




















1 O 40-99 c.c. 4 [300-399 c.c. 7 O 600-699 c.c. 
2 O 100-199 c.c. 5 O 400-499 c.c. 8 C 700-799 c.c. 
3 [I 200-299 c.c. 6 C 500-599 c.c. 9 O 800 c.c. & up 


2. Excluding motorcycle(s) currently owned, had you previously owned a 
motorcycle? A Q Yes BI] No 


If YES: 
2a. What make? (Most recently owned, if more than one.) 


2b. What engine size? (Most recently owned, if more than one.) 























1 O 40-99 c.c. 4 O 300-399 c.c. 7 O 600-699 c.c. 
2 100-199 c.c. 5 O 400-499 c.c. 8 O 700-799 c.c. 
3 O 200-299 c.c. 6 [I 500-599 c.c. 9 800c.c. 8 up 








3. Do you plan to buy a new motorcycle within the next 12 months? 
AQ Yes BI! No 


If YES: 
3a. What make? 


3b. What engine size? 








1 O 40-99 c.c. 4 O 300-399 c.c. 7 O 600-699 c.c. 
2 [O 100-199 c.c. 5 O 400-499 c.c. 8 O 700-799 c.c. 
3 O 200-299 c.c. 6 [I 500-599 c.c. 9 [] 800 c.c. 8 up 


5 


3c. Will you: trade in a currently owned motorcycle? 
O sell a currently owned motorcycle privately? 
E keep currently owned motorcycle? 


] none of the above 





O000> 


f 


4. Do you generally use your motorcycle for: 
1 0 Street riding 2 Trail riding 3 O Both street and trail riding 


5. How long have you participated in motorcycling, either as a motorcycle 
owner or not? 


























A Less than 1 year D O 5-6 years G C] More than 10 years 
B O 1-2 years E 7-8 years 
C © 3-4 years F [7 9-10 years 
6. What is your age? 
1 © under 18 3 O 21-24 5 O 35-44 7 O 55-64 
2 |] 18-20 4 [25-34 6 O 45-54 8 D 65 or over 


For information on items circle numbers below. 


1 2 3 4 5 6 7 8 9 A A1 12 13 14 15 
16 17 18 19 20 21 22 2% 24 25 26 27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 62 63 64 65 66 67 68 69 70 71 72 73 74 7 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
91 92 93 94 95 96 97 98 99 100 
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Cycle 


CLASSIFIED 






NON-DISPLAY CLASSIFIED: COMMERCIAL RATE: 
For firms or individuals offering commercial products or 
services. $1.00 per word (including name and address). 
Minimum order $10.00. Payment must accompany copy 
except when ads are placed by accredited advertising 
agencies. Frequency discount: 5% for 6 months; 10% for 
12 months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell. 60¢ per 
word (including name and address). NO MINIMUM! 
Payment must accompany copy. 


DISPLAY CLASSIFIED: One inch by one column, 
$40.00; Two inches by one column, $75.00. Column 
width 2%". Advertiser to supply cuts. 


GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher's approval. Closing Date: 5th of the 2nd 
month preceding cover date (for example, March issue closes January 5th). Send order and remittance to Hal Cymes, CYCLE, One Park Avenue, New York, New York 10016. 





FOR SALE 





“ARIEL 


ARIEL SPARES—Also Arrow and Leader, 
quotation by return. Harold Lines Ltd., 
Road, Horsham, Sussex, England. 


ARIEL SQUARE FOUR 1952. Original condition. $475 
delivered. Information, photos. Peter Grant, Box 1477, 
Christchurch, New Zealand. 


GREEVES 


GREEVES, dealer- sales and service. Chuck Boehler RD 2, 
Buffalo St., Jamestown, N.Y. 14701. 





huge stocks, 
108, Crawley 














HONDA S25. 00, other Bargains, Send 507. Motorscooter, 
B443, Bend, Oregon 97701. 


MOTO GUZZI 


MOTO GUZZI 750 Ambassador Black =W/fairing, white 
custom striping. Perfect condition, 3581 mi., purchased 
new June 1969. Terry Elgin, Adair, lowa 50002. 


NORTON 


IAN KENNEDY Motorcycles—England’ s newest brightest 
sports center. 181 Woodhousé Road, Finchley, London 
N. 12. Personal export specialist. Order new S Fastback 
Custom. Commandos-return freightage, insurance ar- 
ranged. 1970 dollar illustrated catalog 75¢ airmail (re- 
fundable). Norton Triton Triumph special equipment, 
BSA Velocette customizing. Lyster frame kits, hydraulic 
disc brakes, Norton spares, stock-list. Used machines 
available. 














| MISCELLANEOUS 





INTERNATIONAL SPORTCYCLES, INC. 
IN NEW JERSEY 
FRANCHISED DEALER FOR 
HONDA — YAMAHA — TRIUMPH 
BONANZA — MINI-BIKES 
SALES è SERVICE è PARTS 


complete line of accessories 
201-865-8800 
3218 Kennedy Blvd., Jersey City, N.J. 07306 








$37.50. Blast 
33023. 


Kleen, 5902 Funston, Hollywood, Fla. 





MILITARY personnel overseas—Buy foreign ‘cycles (and 
cars) for Stateside Delivery. Factory prices, American 
management, Europacar International, 4 Parade, Jersey, 
England. 





CB 750 Carb Synchronizing device $29.95. Deep finned 
aluminum oil pans for CB 750 and BMW $24.95. 
Aluminum flywheel BMW $54.50. Bowman Products, 
2546 Manhattan Ave., Dept. C, Montrose, Ca. 91020. 





LIQUIDATING— Entire stock of new and used parts for 
older models of Harley, Indian, Henderson and "X" 
catalogue 256. Ballak & Co., 811 N. 9th, St. Louis, Mo. 
63101. 


500 MARUSHO MAGNUM -Disassembled engine. Also 
most parts for a second engine, 1965, $200.00. Ricky 
Bennett, 230 Redwood Lane, Levelland, Texas 79336. 
806-894-6248. 


METRIC tools, 3/8 inch standard drive sockets, 7mm to 
19mm. 13 pieces plus tray. $5.95 pp. Free list. Crest 
Sales, Box 352, , Dept. B, Wilmington, Calif. 90744. 











VINCENT Rapide—Harley 74 and parts; three special 
transmission. Ben Robertson, Mansfield, La. 71052. 





GIANT Posters—Decorate workshop, office or home with 
authentic reproductions of earlyday motorcycle advertise- 
ments. Offered in color in both 9x12” and giant 18x24” 
sizes. Free brochure from: Bagnall Publishing Co., Dept. 
C, Box 638, Sierra Madre, Calif. 91024. 
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MATCHLESS: G80CS ‘67 roadworthy; G85CS ‘66 race- 
worthy; NORTON Commando “S” 1800 actual miles. 
Reasonable offer accepted. Steve Pacha, Birmingham, 
lowa 52535. (515) 698-4322. 





ACCESSORIES 





TURN SIGNALS | 


“Do it yourself”...it’s easy 


ACCESSORIES CATALOG 35¢ 


Houston Products vir C 


LOCKPORT, ILL 60441 








RACING EQUIPMENT & 
CUSTOM ACCESSORIES 


Cams, pistons, megaphones, tanks, handlebars 
frames, seats, heads, sprockets, fairings etc. 
We've got those hard to get items that you 
sometimes think about but don’t know where to 
get. As well as all of the most wanted acces- 
cartes and high performance components avail- 
able. 


TRIUMPH - BSA - NORTON - HARLEY 
DUCATI - HONDA - YAMAHA - SUZUKI 
KAWASAKI - BRIDGESTONE 


48 Pages! $1.00 - Refunded on First Order 


RAND CO. 
19764 ASHTON, DETROIT, MICH. 48219 








CHROME extended side stand— Harley 74 and Sportster 
$22.50, freight prepaid cash with order. Parts and 
accessory catalog $1.50. Triangle, 2157 W. Harrison, 


Chicago, III. 60612. i a 
BIKE TIE DOWN 


To increase the ease of 





|} loading and securing 
. motorcycles in vans, 
Pickups, utility trailers. 
Four 3%” bolts for easy 


installation and removal. 


à $21.95 plus shipping 
Í SOUTHERN MAINE EQUIPMENT 


P.0. Box 229 
Bar Mills, Maine 04004 


FANTASTIC- New Enduro Computer. For information 
send $1.00 (refundable) Repit Corp., Box 10186, St. 
Louis, Mo. 63145. 








APPAREL 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear, saddle- 
bags, tools, accessories. World's lowest prices. Immediate 
delivery. Catalog 25¢. Herm’s Leathertogs, Dept. C, 701 
Northampton St., Easton, Pa. 18042. 


BUG COLLECTORS 
They have cable earpieces so 


Wr they can't fall off, adjustable 


metal frames, optical glass lens in grey, yellow, or green, Carry- 
ing case, and 10 day money back guarantee. Send $4.90 for 1 
pair, $8.50 for 2, or $11.90 for 3. Postpaid. For Air Mail add 
40c per pair. 


HIDALGO SUPPLY CO. 


Dept. C, 1405 S. Post Oak Rd. Houston, Tex. 77027 


PANTSKINS—Box 75775, Los Angeles, California 90005. 
Skin tight leather pants, PD jackets. Brochure 20¢. 












Tired of plucking bugs from 
your eyeballs? Try our Ameri- 
can made cycle sunglasses. 








BUSINESS OPPORTUNITIES 





$200.00 Daily In Your Mailbox! Your opportunity to do 
what mailorder experts do. Free details. Associates, Box 
136-CY, Holland, Michigan 49423. 





CYCLE PUBLICATIONS 





BIG FULL COLOR 
POSTERS 


Exciting motorcycle and racing action . 

vivid colors... 24” x 36” and larger. 

only $2 each. Add 50c for postage and handling. 
SAVE! 3 for $5 


* Easy Rider * Triumph Over Jump 
+ Scrambles Start * Indy “500” 

+ Nude Gal on Chopper * Norton Road Racer 
* Ferrari at Le Mans * Rail Dragsters 

* Graham Hill in Lotus + Bardot on CH (b/w) 


MOTORSPORT EQUIPMENT CO. 
Box 609-C, Fairfield, Conn. 06430 












ARE YOU THE ONLY 
KID ON YOUR BLOCK 
WHO CAN’T WHEELIE 
FOR 100 YARDS? 


“Learn to Wheelie” Illustrated Instruc- 
tion Book. Send $2.98 (Calif. res. add 
17c tax) to: BARNARD PUBLICATIONS, 
Dept. B55, Box 158, Saugus, 
Calif. 91350. (1st class Mail? 50c extra). 


Tune-ups, repairs in step- 
by-step pictures. Covers 
every bike part. A must for 


anyone who works on bikes. 
= Honda $5. BMW $5. Ducati $4. 
faa 
==) 





















BSA 5. Harley 5. Norton 
Yamaha 5. Triumph 5. Royal/En. 3 
Bridgestone 3.50 


State Year and Model 





Racer: The Gary Nixon Story ..... $5.95 
Motorcycle Lio amie Guid a 390 
TUNING for Speed ss 3.50 
Improving 2-Stroke Engine 

PertormaáliCE arinu „43,00 









6.95 


Motorcycle Electrical Systems . 
6.95 


Motorcycle Carburetion Systems. ...... 
Postage-free * Free decal w. each order 
MOTORSPORT EQUIPMENT CO. 
Box 609CE, Fairfield, Conn. 06430 








EMPLOYMENT INFORMATION 





FOREIGN and USA job opportunities available now. 
Construction, all trades. Earnings to $3,000.00 monthly. 
Paid overtime, travel bonuses. Write: Universal Employ- 
ment, Woodbridge, Conn. 06525. 


CYCLE 





EMPLOYMENT OPPORTUNITIES 





WANTED Honda Mechanic—Permanent position for a 
qualified man. Southwest location. Excellent climate. 
CYCLE, Classified, Box 215, 1 Park Avenue, New York, 
N.Y. 10016. 


EXPERIENCED Honda parts man or mechanic. Year 
around employment, excellent salary and incentives. 
V.I.P. Honda, 415 Arlington Avenue, Plainfield, N.J. 
07060. 201-757-8338. 








EOUIPMENT AND PARTS 





1 Day Mail Order Service on Old 
INDIAN PARTS 


We have catalogs, books, on old American 
Indians, Scouts, Chiefs, Warriors, Suzuki. 


Rebuilt Motors. Rebuilding Service. Send 
stamp for lists. INDIAN since 1918! 


INDIAN MOTORCYCLE SALES 
2701C Truman Rd., Kansas City, Mo. 64127 








BUY WORLD’S FINEST AKRONT ALLOY RIMS 
16” to 23” available Mavrick Shock Absorb- 
ers, Mavrick Spool Hubs, Hodaka Transistor- 
ized Ignition. Catalogue $1.00. 


NORTH AMERICAN IMPORTS 
P.O. Box N 
Mojave, Calif. 93501 











CAPACITOR Discharge Ignition System, automobiles, 
motorcycles, snowmobiles, under $25.00, Sydmur: Mid- 
wood Station, Brooklyn 11230. 





CATALOG 
The most complete retail mall order catalog. Nu- 
merous listings of parts and and speed parts for: 
Ducati-Norton-Matchless-A.J.S.-Zundapp. Many ac- 
cessories for practically any motorcycle. Send 
75¢ to: 





P.0. Box K, Mayslanding, N.J. 08330 
Telephone 609-476-2201 





JOHNSON & Wood Motorcycle Salvage—New and used 
parts. 7319 Varna, No. Hollywood, California 91605. 


Phone 213-765-7944. 


1 Day Mail Order Service 
NATIONWIDE 





From New England’s Leading BSA Dealer 


Box 81, Rte 1A, 
NORFOES Norfolk, Mass. 02056 


MOTORCYCLES Call (617) 384-7555 








TRIUMPH, Suzuki and Yamaha parts, large inventory, 24 
hour service, discount to dealers. Also Bridgestone parts. 
House of Triumph, 1608 North Lincoln, Urbana, Illinois 
61801. Sales 217-367-4853, Parts 365-2231. 


FORKING by Frank—Extended one piece tubes, tested, 
best steel. Any length for any bike, precision machined. 
Frank, 1130 Florence, Evanston, III. 60202. 


“BSA 750 Kit 


12 EXTRAH.P. 
10.5-1 C.R. 
90 DAY WARRANTY 












$198.50 










This kit is made for the BSA-A65-650. It has been com- 
pletely tested under racing conditions and carry's a 3,000 
mile -90 day warranty on all parts. YOU MUST SEND IN 
YOUR CYLINDER WITH ORDER. Kit contains: 2 pistons 
with rings, pins, keepers balanced to within 5 grams, I cyl- 
inder finished to size ready to install, all gaskets. Simple 
bolt - on installation taking 4 hrs. or less is all that is 
required, No machining is necessary. Dept. CY 


Ph. (313) 537-7710 
MICHIGAN 48219 









Rand Co. 19164 asuton DETROIT, 





NSU and BMW Motorcycle complete parts and service. 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WIN- 
NETKA, CALIFORNIA 91306. Mail orders handled 
promptly. 


FEBRUARY 1971 






HI-RISE HANDLEBARS AND CABLES 


Bars in 8”, 10”, 12” & 15” rise with 1 each clutch, brake and 
throttle cable, $25.00 postpaid. Bikes using more cables, extras 
are $4.00 each. Triumph, BSA, Honda, Yamaha, BMW, 
Norton, Suzuki & Kawasaki. 


AMAL concentric carbs, 28, 30 & 32 mm $36.00. No catalog. 


HALL'S MOTORCYCLE SALES 
Dept. C, Box 4103, Alexandria, La. 71301 


RAVESI CAMS 


HORSEPOWER TO WIN! 
Nobody Makes a Faster Cam for: 








HONDA 
SPORTSTER 
TRIUMPH, etc. 


Write for Literature. 
RAVESI RACING CAMS 


WYMAN RD., BILLERICA, MASS. 01821 
Tel: 617-663-3733 








WHEELS, custom, chrome, 18”, 19", 21°’, complete with 
Avon tire, $85.00. Arthur Motorcycle Supply, New 
Albany, Ind. 47150. 








750 HONDA 


Big-Bore kits from $82. 
FROM MINI TO MIGHTY Powroll pumps astound- 
ing new power into every Honda model! De- 
pendable bolt-in kits really turn on! Complete 
Powroll catalog, $1.25 check or m.o. Catalog 
pages for your Honda only, 50c (tell us model 
and year). 


Bx. 926L2, Bend, Ore. 97701 POWROLL 
(503) 382-6395 

BUILDING a chopper? Extension kits for Harley spring 

forks $17.50 each. 6”, 8”, 10”, 12” kits available. Spool 

hubs $15.00 each. Many other chopper items. Send 50¢ 


for catalog. M-R Enterprises, Box 34, Circle Pines, 
Minnesota 55014. 


HONDA 840cc and 860cc big bore kits for CB750, S &S 
Engineering Co., Box 574C, Reseda, Calif. 91355. 











EUROPEAN TOURING 





TOURING/England/Continent? Save time and money. 
Elite Motors for London’s finest selection. 750 new and 
used machines ready to ride away with insurance. Twenty 
leading makes including B.S.A., Triumph, Norton, Royal 
Enfield, Velocette, etc., etc. Reshipment or repurchase 
arranged. New machines under the Personal Export 
Scheme with a Tax Refund. Write now for catalogs and 
the machines you choose can be ready to ride away the 
day you land. See our advertisement on page 22 for full 
details. Elite Motors (Tooting) Limited, 951-961 Garratt 
Lane, Tooting Broadway, London, S.W. 17. 01-672-1200. 
(20 lines). 


TOURING EUROPE 1971—Comerfords Ltd. can offer 
you the finest selection of new and used tax free 
motorcycles in England. Fly to England Free. See our 
advertisement on Page 80. Comerfords Ltd. of London. 








LONDON 1971—Are you planning to purchase a Triumph 
or B.S.A. motorcycle this year? If so, by coming to us in 
London, you may take advantage of the genuine money 
saving personal export scheme. The cash saved opposed to 
a purchase at home, plus our own special arrangements, 
ensure a low cost opportunity to visit England. We are 
factory appointed export dealers and have been estab- 
lished since 1901. With our experienced and enthusiastic 
staff we offer a friendly, business like service. Please write 
without obligation for full details and comprehensive 
brochures, which are designed to assist you in budgeting 
for your tour. F. Parks & Son Ltd., London, 404-408 
High St., Lewisham S.E. 13, England. Telephone (Export 
Department) 01-690-4878. 





rol 100ccs 


GOVERNMENT SURPLUS 





JEEPS Typically from $53.90... Trucks from $78.40... 
Airplanes, Aircraft Components, Automotive Parts, Cloth- 
ing, Electronics Equipment. Wide Variety Condition. 
100,000 bid bargains direct from government nationwide. 
Complete sales directory and surplus catalog $1.00 
(deductible first $10.00 order). Surplus Service, Box 
820-CY, Holland, Michigan 49423. 





INSTRUCTION 





AIRCRAFT Technology—2 year degree programs. Excit- 
ing Technician Careers. Brochure E. Academy of Aero- 
nautics, LaGuardia Airport, Flushing, N.Y. 11371. 





MAGAZINES 





OVER 2,000,000 backdate magazines! Specify needs. 
Midtown, Box 917-CY, Maywood, New Jersey 07607. 


JAPAN PUBLICATIONS GUIDE—Business, pleasure, ed- 
ucation. $5.00. INTERCONTINENTAL, CPO 1717, 
Tokyo 100-91. 








MUSICAL INSTRUMENTS 





30% DISCOUNT name brand musical instruments. Free 
catalog. Freeport Music, 127-K Sunrise Highway, 
Freeport, N.Y. 11520. 


WHOLESALE Professional Guitars, Amplifiers, PA Sys- 
tems, free catalog. Carvin, Escondido, Calif. 92023. 








PRINTING 





OFFSET Printing—Free catalog. Speedy Print, 1906 
Swede, Norristown, Pa. 19401. 





RECORDS, HI FI AND ELECTRONICS 


TAPE RECORDERS-TAPES: Blank, pre-recorded, Cata- 








CITIZEN Band Radios, SSB, AM, Swan, CB, Amateur. 
Accessories, free catalog. Dealers send letterhead for 
factory prices. Call 714-894-7555. Baggy's Radio, 6391 
Westminster Ave., Westminster, Calif. 92683. 


PROFESSIONAL telephone switch automatically acti- 
vates recorder. Free brochure. Vista Products, Box 129, 
Goleta, CA 93017. 


SPECIAL interest records available, produced by the 
editors of the world’s leading special interest magazines. 
Send for free catalog. Record Catalog CY, Ziff-Davis 
Publishing Company, One Park Avenue, New York, N.Y. 
10016. 











SERVICES 





TRIPLE CHROME PLATING-AI parts beautifully 
plated. Give us make of cycle when writing for free price 
list. Dealer inquiries invited. W. Swirin—Dept. CY, 2446 
3rd St., Fort Lee, New Jersey 07024. Phone: 
201-947-3092. 





SHOW Chrome—Triple plated, specify make when re- 
questing free price list. Special prices to dealers. Custom 
Cycle, Inc., 2479 N. Jerusalem Rd., East Meadow, L.I. 
11554. 516-785-9541. 





LOW cost insurance on Motorcycles, Snowmobiles, Mini- 
bikes, Air cushioned vehicles. All terrain vehicles—New 
York, New Jersey, Conn., Mass., Penna. National Motor- 
cycle Plan Inc., 2260 E. Tremont Avenue, Bronx, N.Y. 
10462. 212-931-1200. 








WORKSHOP MACHINE SERVICE 
BOX 1000 Newfane, Vermont 05345 


We buy, sell, and trade new and used metalworking and 
woodworking tools, power tools, repair parts, accessories, and 
many other kinds of machinery. SEND FOR BARGAIN 
BULLETIN. We endeavor to find used items you need at your 
price. We list your unwanted equipment free—10% fee if sold. 
We keep you advised of best buys in tools. Write us your needs 
and what you have to sell or trade. 








MISCELLANEOUS 





JAPAN & HONG KONG DIRECTORY. Electronics, all 
merchandise. World trade information. $1.00 today. 
Ippano Kaisha Ltd., Box 6266, Spokane, Wash. 99207. 
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SU DYNAMIC Mit 












INDUSTRIAL TRANSFORMER ARC weitrh 


IDEAL GIFT—EDUCATIONAL, ENJOYABLE, PROFITABLE 
WELD, BRAZE, 
SOLDER, CUT, HEAT. å 
STEEL, BRASS, ALU- 
MINUM AND MOST 
OTHER METALS. 
Build and repair any- 
thing of metal. Save 
time & money with 
this BRAND NEW, 
PROFESSIONAL 
ARC WELDER! Rugged 
metal cabinet, has 
baked Hammerloid fin- 
ish. Ideal for home, 
shop, farm and indus- s 
trial use. POWERFUL 
extra heavy duty glass 
insulated transformer welds most metals up to 42° thick 
ness with multi-pass weld with 4” rods. 4 heat settings 
20 to 80 amps. Operates on 110 Volt AC line fused for 
30 amps. Complete with fibre glass helmet, electrode 
holder, ground clamp and cables, solder, assorted rods 
and simplified welding manual. 
DOUBLE PROTECTION GUARANTEE. 10 day money back trial 
plus full 5-yr. warranty. If inoperative return prepaid, we 
will repair or replace without charge and reship collect. 
ORDER TODAY Complete ready to weld only $59.50. 


SEND ONLY $6.00. 


easy “PAY AS YOU WEL 
Welder details FREE. 






Pay balance plus C.O.D. and 
delivery charges, or write for 
D” Low Down Payment Plan. 


1808 se Federal St. 
DEPT D8 
Chicago, Mi. 50616 


OAAS WELDER co. 





ře ke ke ke ke ke ke o ke le l ve ke ke ke ke ke k ke k k ve ke ke he ke 


+ LOWEST PRICES ON CYCLE TROPHIES > 
PrJY WHOLESALE 








FACTORY- DIRECT 


FREE, FAST 
DELIVERY 


Send for your FREE 
CATALOG 


OVER 
TROPHIES TO 
CHOOSE FROM 
Eddie Retehins 
TROPHY WORLD, INC. 
A Subsidiory of TROPHY ENTERPRISES INC 


Dept. FC 

; 6400 N.W. 77th COURT 
MIAMI, FLORIDA 33166 

A e e He e e e e e e e III ISI IAD 


NOW 
LOWEST PRICES 
"71 CATALOG 
NEW SUPER BONUS 

DISCOUNT PLAN 


SNOWMOBILE 
TROPHIES 
AVAILABLE 











FUR OE 
D he he ee ee II at tr 


» 


SPIDER DRAG FRAMES 


Win Atco; Top Fuel, 
Stronger, 
Heliarc welded, 


Top Gas, Jr. Fuel. Lighter, 
Best traction & handling. 4130 steel, 
stress relieved. XLCH, Triumph, 
Norton $295. Universal $250. Twin engine Norton, 
Triumph $350, Specials $? 
S. M. DISTRIBUTING CO. 
4812 Sheridan Rd., Kenosha, Wis. 53140. 
(414) 652-1413 





| fight birth defects 
GM ARCH OF DIMES 


A 


A 


(EXELES. DEALER 


BSA © BMW ° YAMAHA ° NORTON ° DUNSTALL 


PARTS/CYCLES SHIPPED ANYWHERE! 
124 Brighton Ave., Boston, Mass. 02134 617-254-1150 





test the bike, we didn't like the way the 
suspension was acting, so we took it to 
our shop and pulled apart the suspension 
to find out what the trouble was. We 
found that the Betor people had been 
rather careless about machining and as- 
sembling that particular set of forks, and 
apparently the OSSA people had simply 
installed the forks on the bike without 
first checking them out. That was ashame. 

When we drained the oil, we founda lot 
of metal chips mixed with it; the forks 
hadn’t been cleaned after being machined. 
A chip had plowed a furrow in the soft 
bearing surface on one of the slider legs, 
causing it to bind against the outer surface 
of its fork tube. The outside surface of 
that fork tube had some high spots, caus- 
ing the slider leg to bind even worse. The 
aluminum fitting at the bottom of one 
damper tube had been machined wrong, 
so that the damper piston was binding 
badly against the inside of the fork tube. 
The orifices that control the flow rate of 
the oil had been drilled sloppily in the 
wall of the damper tube; each drill had 
left chips that hadn’t broken off and were 
partially blocking the holes, radically 
changing the flow rate of the damping oil. 
The outside surfaces of those same ori- 
fices were burred, and they were begin- 
ning to wear the soft aluminum valve 
which is supposed to be a close fit on the 
damper tube. Last of all, the ball-check 
pressure valve in the plug atop one of the 
fork tubes wasn’t seating. 

We hammered and filed and fixed the 
forks and called Taylor at Yankee to pass 
along the bad news. We asked him how 
long he thought it would take for OSSA 
to get the word across to Betor that they 
really ought to do better; it’s awfully 
tough to solve a quality-control problem 
in the factory of a supplier. Taylor al- 
lowed as how the 1971 production of Pio- 
neers has just gotten under way; the new 
general manager of OSSA (Eduardo Giro) 
is a real fire-eater; and the problem ought 
to have been solved by the time you read 
this test. 

The factory had said to fill each fork 
tube with 150 cc of SAE #30 oil. We found 
the damper mechanism wouldn’t work 
properly with less than 225cc of oil. For 
riding in late fall, 30-weight oil was too 
stiff for us; the suspension didn’t get to 
use all of its travel, and we found that our 
arms and shoulders took a lot of pound- 
ing from the bumps. Then we tried Auto- 
matic Transmission Fluid, with a pour 
point somewhere between SAE #5 and 
#10. That gave us the full use of the sus- 
pension, which then soaked up the bumps 
instead of transmitting them to our arms. 
The forks would bottom occasionally 
when we came off a jump particularly 
hard, but the bike recovered satisfacto- 
rily. 

Another staffer didn't like the ATF. He 
had liked the steering of the bike with the 
SAE #30 oil in it. He decided upon SAE 
10W-30 as a good compromise between 


controllability and a smooth ride in cold 
weather. 

The staff agreed that the Betor rear 
shocks seemed to have enough travel, but 
even on their softest settings they were 
too stiff for our solo riders of 135 and 150 
pounds. Betor shocks have a long history 
of being too stiff; out of curiosity, we plan 
to try a set of Konis on the Pioneer before 
taking it back home to Schenectady. 


With the exception of the stiff shocks, 
the bike proved to be an outstanding han- 
dler once we got the forks fixed and set- 
tled upon fork oil that suited us. You ride 
this machine by standing on the pegs when- 
ever you hit rough terrain; that’s the way 
the bike was designed to be ridden, and 
that’s the only practical way to do it. 
Otherwise, your boots bounce up off the 
tiny little pegs; your butt spends more time 
in the air than on the saddle; and because 
of the saddle design, you slide forward 
until you find your manhood in great 
danger of getting squashed against the 
rear of the tank. 


But when you stand on the pegs like 
you’re supposed to, the whole situation 
changes. The width of the handlebars gives 
you all kinds of leverage, should you need 
to wrestle with the 21-inch front wheel. 
The indented tank and the skinny saddle 
stay out of your way so that you can lean 
forward over the bars in a steep climb, or 
lean backward during a sharp descent. 
Those narrow little pegs allow you to 
thread the bike through some very tight 
places, evading boulders and stumps. 


The secret of riding the Pioneer is to 
keep a loose grip on the bars. The faster 
you go, the better the bike handles, and 
many riders have found that they can do 
things with it that they hadn’t believed 
possible; the Pioneer is that kind of motor- 
cycle. Throttle response is good enough so 
that even at speed you can generally grab 
a handful and get the front wheel up in the 
air in time to clear a log or a bad bump. 

And the Pioneer is a forgiving bike. 
Generally, if a machine gets out of control 
badly enough on a long, steep, rough hill- 
side so that you have to back off the throt- 
tle, you’ve lost the ballgame right then. Ei- 
ther you'll stall the engine or, when you 
crank on the throttle again, you'll break 
traction and spin the rear wheel. But the 
Pioneer delivers so much torque that 
sometimes you can back off the throttle to 
get straightened up, roll it on again, and 
keep right on charging up the hill. 

When compared with the other enduro 
machines, the Pioneer has outstanding 
torque, excellent balance, and a suspension 
system, when it’s right, that is better than 
most. OSSA has been working hard to 
make the Pioneer one of the most reliable 
enduro machines around. If they give the 
piston more clearance, and clean up their 
early problems with the Betor front forks, 
they will have gone a long way toward 
reaching their goal, because in every other 
respect, the Pioneer is tough. © 
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CONVENTIONAL IGNITION IS A PAIN! 


PE a lao o m oes ee o 


t- - PRIMARY. 


MAGNETO 


8 to 15,000 volts 


This is a simplified diagram of a conventional ignition system. In this system, magneto (or battery) power @ 
steps up the voltage to between 8,000 and 15,000 volts. This high-voltage output is 
(4) Each switching action fires the spark ed 5) Timing of this switching action is very critical. 


primary ignition coil 
switched on & off by contact breaker points 


The secondary ignition coil 





The high voltage is 
still not high 
enough to prevent 


Constant switching of 
high voltage causes 
breaker points to burn 
and wear. Ignition 

- ïj  fails when you least 
f expect it. 


carbon build-up — so 
plugs have to be 
replaced or cleaned 
often. Gapping of 
spark plug is critical Me 
—temperature range 
is critical—plugs 
are easily fouled. 
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is delivered directly to the 





KAWASAKI’S ADVANCED ENGINEERING IS 
CDI (capacitor discharge ignition) 
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DC-TO-DC CONVERTER 
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SIGNAL 
GENERATOR 


©; 


(Mounted on 
generator shaft) 


TRIGGER 
AMPLIFIER 


SPACE AGE, SOLID-STATE ELECTRONICS 
HERE'S HOW IT WORKS 


Capacitor Discharge means that a capacitor is charged 
for a brief moment and when it discharges, the spark 
plug fires. To charge the capacitor, battery (or magneto) 
power o is first stepped up to 400 volts by a dc-to-dc 
converter 6. This voltage is then stored in capacitor 
©. The capacitor @ is controlled by a thyristor @ 
which functions as an electronic switch. It has a built-in 
gate that is opened by voltage pulses supplied by a 
signal generator © mounted on the generator rotor 
shaft. The voltage pulses are the timing pulses. When 
a voltage pulse opens the thyristor gate, the 400 volts 
stored in the capacitor © is applied to the primary 






AC GENERATOR SYSTEM SHOWN 


CAPACITOR 






IGNITION COIL 


SURFACE GAP. 
SPARK PLUG 


Over 
30,000 Volts 


ignition coil 6. The secondary ignition coil o steps 
up this voltage to 30,000 volts and fires the spark plug 
O. The spark plug O has a built-in booster that steps 
the voltage up even more. 

The superior advantage of CDI is that it never needs 
to be adjusted or timed — no moving parts to wear out— 
and it greatly improves low-end pulling power without 
sacrificing high rpm output. The result is a constant 
ignition system that eliminates miss-fire and provides a 
stronger power impulse with each rpm. 
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THE MOTORCYCLE THAT ADVANCED ENGINEERING BUILT! 
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The Four. 


Powerful proof that all bikes 
are not created equal. 


Meet the king of the super bikes —the 


Honda 750 Four. In 1970 all the cycle ti ZÁ E i 
books raved about it. Riders went < l 


crazy over it. And Honda still 
wasn’t satisfied. 

So they improved it. 

Hot New Carburetors 

The Honda 750 always had four car- 
buretors to go along with the four big 
cylinders. But now those carbs are going 
to make history. They are the first 
racing-type, positive-control carbu- 
retors on any production bike, utilizing 
a dual-cable throttle system. They're 
more efficient. Better for performance. 

There are some other new features 
on the 750 you should know about. 
The brand-new chain lubrication 
system, for instance. 
Gives you miles and 
miles of trouble free 
riding. And the 
speedometer is now 
| | lit from behind. Be- 

f ACA sides being classy, 

E n> the numbers are a 

7 44 A / | lot easier to read 
ps when you're on the 
road at night. 














Positive-control 
carburetion 


Always ride safely. Wear a helmet and observe all rules of the road. For a free color brochure, write: American 












Powerhouse 
Some things you just wouldn't% 
want to change on the Honda * 
750 Four. 

The engine is, and always will be, a 
masterpiece. The OHC in-line trans- 
versely-mounted four delivers unbeliev- 
able power. 67 horses at 8,000 rpm. And 
the Big Bike is super-guick off the line, 
too. 

No wonder the Four won the Day- 
tona 200 National Championship the 
first time it was ever entered. 

No beating the ride on the 750 either. 
It's as smooth as they come. The tele- 
scopic shocks, front and rear, take care 


The Disc Brake 
When CYCLE Magazine ran its super 
bike comparison test in March of '70, 
one thing was obvious—in the braking 
category there was no comparison. 
The big, hydraulic disc brake up front 
on the Honda Four stopped it 16 feet 
shorter than the nearest competitor. 
CYCLE objectively had to report 
that: “The disc brake on the front of 
the Honda is absolutely fantastic. It 
is the standard by which brakes of the 
future will be judged.” 





Braking Distance — | 


mo 


Nearest competitor 89 ft. | 


© What more can be said about the 
mighty Four? Nothing. You really have 
to see it and ride it at your nearest 
Honda dealer to believe it. 

But, be warned. The Four is enough 
to give anyone a superiority complex. 


Honda 73 ft. 
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Honda has it all. 





